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the same distance on a single car. 


Systematizing Car Overhauling 
The 
hauling of cars when a group of any given type is to be passed 


importance of planning for systematic shop over- 


through the maintenance department cannot easily be exag- 
gerated. At this time of year in northern latitudes many com- 
panies are actively engaged in overhauling their box car equip- 
ment in anticipation of the coming winter, and unless this 
work is carefully laid out its cost tends to rise to extreme 
limits. It is essential for the shop force to know in consider- 
able detail what work is required before it is begun and not to 
take the first car in the shed, jack it up, look over the trucks 
and wiring, and then repair it before going over the next one. 
A general survey of all the cars to be gone over at any one 
period is worth all that it costs in time and effort, since by this 
means an estimate of all the material required can be prepared 
and orders placed with the stockroom or purchasing depart- 
ment in time and in sufficient number to enable the company to 
secure the most advantageous prices and deliveries and reduce 
to the minimum the number of surplus parts that are carried 
in stock. Economies in the planning of labor also accompany 
a systematic study of an overhauling problem before actual 
tool work begins. 


Pittsburgh Transportation Problem ict, 

Pittsburgh is the latest city whose surface transportation sys- 
tem is being given careful analysis by the municipal authori- 
ties. Three examinations have been made during the past two 
years, the first by Stone & Webster for the State Railroad 
Commission, the second by Mr. Swensson for the same body 
and the third by Mr. Arnold for the Mayor. Of the two re- 
ports by Mr. Arnold published this week one is of a general 
character and to the broad outline of the electric railway situa- 
tion as there presented we believe there will be few who will 
dissent. The object of the report was to educate public opinion 
in Pittsburgh in transportation matters so that it could take - 
up the detailed analysis to be presented later with a better un- 
derstanding. To Mr. Arnold’s suggested remedies of relief 
for overburdened traction companies, however, we would add 
another, that of charging for all transfers issued, which we 
do not understand that he includes in his analysis. The 
amount at which transfers should be sold, whether 1, 2, 3 or 4 


cents, is a matter to be determined in each particular case. But 


if the “receipts per passenger” must be increased we believe 
that this method would often be the simplest and would also 
be perfectly logical because it actually costs a railway company 
more to carry a passenger who transfers than one who travels 
The conclusions of Mr. 
Arnold’s second report, or that on Pittsburgh’s immediate needs, 
are that radical changes should be made in the routing of the 
cars and important improvements added to the physical property. 


The method by which the latter are to be provided in the pres- 
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ent adverse financial condition of the company will be taken 
up in subsequent reports. 


Coal Analyses in Power Plant Tests 

“Much stress has been laid of late upon the importance of 
chemical analyses of fuel in connection with power plant opera- 
tion. It is unnecessary at this time to refer again to the ad- 
vantages of studying coal from the point of view of its con- 
stituents and contained heat units per pound, or of drawing 
fuel contracts on a chemical basis. In view of the objections 
sometimes urged against the adoption’ of laboratory methods 
in dealing with large quantities of fuel, however, it is interest- 
ing to note the accuracy which can be obtained in getting a fair 
average sample of coal for the chemist’s determinations. On 
a recent test of a steam plant, which lasted about two weeks, 
samples of coal were taken from every barrow load which was 
fired; these were mixed daily and subdivided into air-tight 
jars, and a daily analysis made. 
analysis was also made of a specially prepared sample of the 
coal from the bins as a whole and the two determinations were 
compared as follows: Moisture, 1.83 per cent and 1.83 per 
cent; volatile matter, 30.86 per cent and 31.12 per cent; fixed 
carbon, 57.38 per cent and 57.22 per cent, and ash, 9.93 per cent 
and 9.83 per cent. The close agreement between the average of 
the separate analyses made during the test and the final analysis 
of the representative sample from the bins showed that the fuel 
ran very uniformly and that conscientious work in taking daily 
samples may be thoroughly relied upon to give a fair index 
of the average conditions present in the fuel. 

& 

Railway Equipment Problems 

In spite of the advance which has been made in recent years 
in methods of investigating electric railway problems it is sig- 
nificant that the field for research is always attractive and 
seems always to be broadening. It may fairly be said that elec- 
trical phenomena lend themselves more easily to analysis than 
mechanical questions, on account of the accurate and effective 
measuring apparatus which can be pressed into service in the 
former class of inquiry. In the sphere of car design it is im- 
pressive how little, relatively, one can determine as to the fit- 
ness of minor members of the framing, truck parts, and brake 
rigging for a given service, from the quantitative point of 
view. A car at a standstill is in large measure subject to the 
distribution of stresses common to a bridge, but a car in mo- 
tion on a rough track presents an entirely different problem to 
the designer. Extreme difficulty surrounds the effort to de- 
termine numerically the forces in action on a piece of rapidly 
moving rolling stock. Although the “cut and try” method 
of designing must be practised to a large extent in this class 
of problems, there is no reason for discouragement on the part 
of the man who has a bent toward theoretical determinations. 
It may be hard to isolate the factors entering into the problem 
and to bring about conditions tending to vary one element so 
that the effect on others can be observed. Nevertheless this is 
the proper line of attack, combined with improved observation 
of operating conditions and results. Every master mechanic 
realizes the tendency of the smallest investigations to carry 
him into the most intricate relations of equipment parts and 
service. In the multiplicity of these factors lies the challenge 
for ingenuity to isolate phenomena and deduce conclusions of 
real value to the industry. 
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SENIORITY AND BONUS SYSTEMS 


In the United States Navy, the policy has been adopted of 
involuntarily retiring on part pay a certain number of the 
older officers each year to provide vacancies for the younger 
men and so increase the number of promotions. The same 
plan cannot well be adopted in the electric railway business but 
the management there is faced with the same problem of main- 
taining the interest of all members of the force in their work 
and of keeping their loyalty and zeal in their work at the 
highest pitch. This is especially true with regard to the plat- 
form employees who realize that they greatly outnumber the 
officers so that promotion can come only to a small percentage 
of them. Besides, many men who do excellent work on the 
platform are temperamentally unfitted for positions of com- 
mand. Of course, one obvious method of rewarding good 
service is the seniority system in which the wages gradually 
increase according to a regular scale. The system is a logical 
one because it is fair to assume that the men who are oldest 
in the service have been retained by the company because they 
have continued to perform their duty satisfactorily and, being 
Most 


companies follow this plan although various modifications are 


more experienced, their labor is actually more valuable. 
possible. Thus in Brooklyn a man for especially creditable 
service may be advanced in his seniority record more rapidly 
than his actual time on the road would require. 
Still another method is the cash bonus system, used either 
in connection with or without the seniority system. A striking 
example of this method is that employed. by the Capital Trac- 
tion Company, Washington, D. C., and in use there exactly 
On that date the Capital Traction 
Company distributed among 311 employees the sum of $18,825, 


two years on July 1, 1910. 


- in amounts ranging from $25 to $100 each as a reward for the 


faithful performance of their duties. The men are divided into 


four classes: A those who have given two years satisfactory 
service; B those who have given five years satisfactory service; 
C those who have given Io years satisfactory service; X those 
who have given one year’s satisfactory service. In general the 
principle of the scheme is to give the greatest annual reward to’ 
the men who have been longest in the service of the company. 
Details of the conditions under which the bonuses are given 
and the amounts for each class are presented in an article pub- 
lished elsewhere in this issue, but a point which is especially 
noteworthy is the extraordinary number of employees who met 
successfully the onerous conditions laid down in regard to com- 
pliance with the rules. For example, of the 382 men who were 
on the regular classified list July 1, 1909, fully 311 received a_ 
bonus one year later. This record appears even more extra- 
ordinary in view of the fact that only 315 men were eligible 
for the bonuses in any event as 67 men had left the classified 
service during the year. These figures speak most convincingly 
of the appeal made to the men by this bonus system. _ The fact 
that 79 first-year men were in the premium class despite the 
condition that six reprimands in 12 months would have dis- 
qualified them is another convincing proof of how this method 
of extra payment encouraged the men to do their best. 

Of course, the object of both the seniority and bonus plan, 
and others which have been used, is partly to encourage good 
men to engage and remain in the service and partly to secure 
Opinions 
will probably always differ as to which in practice is the more 


irom them the best work of which they are capable. 
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lesirable; that of special rewards for good service or that of 
he payment of regular wages, assuming that the aggregate 
zmount is practically the same in each case. One plan would 
yrobably appeal to some men, the other to other men, and the 
yest way to judge is by the results. We believe, however, that 
o most employees, the former plan would be more satisfactory 
han the payment of a bonus, even at a slight difference in 
monetary return to the average employee in favor of the bonus. 
It is conceivable also that the latter plan might tend more to 


he suppression ot complete reports on accidents. 


NEW CLASSIFICATION USED BY TWIN CITY COMPANY 


In its annual report for 1909 the Twin City Rapid Transit 
Company continues its creditable practice of furnishing the de- 
ails of operating expenses. Owing, however, to the fact that 
he Interstate Commerce Commission classification of accounts, 
idopted in 1909, is different from that formerly in use the 
company does not compare the details of earnings and ex- 
yenses in the report. Inthe previous annual statement, covering 
he operations during the year 1908, the receipts were composed 
which 


The report 


of passenger earnings and miscellaneous earnings, 
imounted, respectively, to $6,333,207 and $66,213. 
‘or 1909 divides the total operating revenue between $6,924,656 
evenue from transportation and $45,120 revenue from opera- 
ion other than transportation. Although these figures are not 
comparable, owing to the differences in classification, they 
ire of interest as showing how very small an amount of gross 
‘evenue is derived from operation other than transportation, 
is defined in the uniform classification. The revenue from 
transportation probably includes some minor revenues from 
ther than passenger transportation, but the large increase 
ver the gross earnings of the preceding year is due to the de- 
relopment of the business. 

The five general expense accounts used in 1909 were as fol- 
ows: Maintenance of way and structure, maintenance of 
quipment, trafic expenses, conducting transportation, and, 
astly, general and miscellaneous expense. The 1908 report 
howed seven general accounts, comprising in addition to the 
wo maintenance accounts, the following: Operation of power 
ants, car service, general expenses, injuries and damages, and 
nsurance. Maintenance charges in both accounts were larger 
n 1909 than in 1908, but no figures are available to show 
vhether this was due partly to the variations in classification or 
together to more liberal expenditures. The maintenance 
yf way and structure expenditures were $256,990 in 1909 and 
205,624 in 1908. The maintenance of equipment expenditures 
vere $345,753 in 1909 and $291,051 in 1908. These totals rep- 
esent less than one-half of the appropriation in each year for 
ipkeep of the property. In addition to the expenditures for 
maintenance charged in operating expense the company ap- 
yropriated for renewals $703,000 in 1909 and $544,000 in 1908. 

The $2,038,577 expended in 1909 for conducting transporta- 
ion is more nearly comparable with the total of $1,996,913 ex- 
ended in 1908 for operation of power plants and car service. 
[he traffic expense, which aggregated $41,835 in 1909 was, of 
‘ourse, not shown separately in the previous year. 

The fair comparison of operations accounted for under the 
ame classifications that will be possible when the details of 
he 1910 results are made public. will. permit..an analysis that 


vill be of much value. 
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BOILER ROOM EXPANSION 


The demand for increased steam generating capacity in a 
plant. which is somewhat restricted as to available land im- 
poses upon the management the choice of two methods of 
First, the enlargement of the plant by 
the installation of parallel batteries under the original or 


boiler room expansion. 


extended roof, and second, the erection of a new boiler house 
on a site close by the first installation, but with provision for 
The plan to be fol 
lowed depends largely upon the shape of the company’s land, 


interconnection of high pressure mains. 


the design of the existing station and the prospects of its fur- 
ther expansion, taking into account the steam-using require- 
ments of the prime movers and the relative cost of fuel handling 
in each instance.. 

Where the space will permit extension of the existing boiler 
room without involving the tearing down of other structures 
or the moving of heavy equipment, it generally follows that 
this is the least expensive course. It is relatively easy to carry 
a header forward to meet new lines of batteries, and reliability 
and flexibility of service are readily secured by proper valving 
and in some cases by cross-connections on the engine room 
side of the plant. Usually it is less costly to extend the coal- 
handling system under a single roof than to build a separate 
plant. Modern telpher equipment disarms the question of fuel 
movement of its difficulties. In operation, it is of the highest 
advantage to maintain all the boilers in one or two lines which 
The cost of 


firing labor tends to run lower, with the combined boiler room 


can be swept by the eye from a single point. 


plan. 

The separated installation scheme works out well in cases 
where the new electric generating units are practically inde- 
pendent of the old apparatus and where short runs of piping 
are essential for their steam supply. The old and new boiler 
installations can still be tied together for peak or emergency 
operation by a well-insulated header. With a coal supply from 
a field between the two rooms the cost of fuel handling will 
rise very little. An accident in one plant will rarely be able 
to affect the other. 
central point so that the boiler room foreman will be in touch 
This does. not 


If necessary, gage lines can be run to a 


with the steam conditions in every battery. 
give him the same oversight as is characteristic of the single 
equipment, but it has the advantage of increasing the respon- 
sibility of an understudy who may be placed in charge of the 
second division of batteries. In some cases the necessity of 
building an additional chimney will dictate the establishment 
of an independent though thermally connected boiler room. 
It is generally more important to have short runs of steam 
supply lines between the batteries and prime movers of any 
given station group than it is to maintain close connections 
with short runs between old and new groups of batteries. 
Pressure drops will be tolerated in emergency ‘service over 
fairly long tie lines, which would be out of the question in 
efficient daily operation. 

While the plan of providing a separate boiler room installa- 
tion is not a logical one under: normal conditions, and would 


‘ not be adopted in the construction of a new plant, it has 


been found to work out extremely «well in exceptional cases 
where the company’s land facilities were cramped in the direc- 
tion which would naturally be followed in enlarging the steam 


generating plant. 


. 
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POWER DEVELOPMENTS OF THE LEHIGH VALLEY 
TRANSIT COMPANY 


The Lehigh Valley Transit Company was formed in Nov., 
1905, by the consolidation of four railway systems in the Le- 
high Valley region of Pennsylvania. These were the Lehigh 
Valley Traction Company, the Philadelphia & Lehigh Valley, 
the Allentown, Slatington & Coplay, and the Egypt & Ironton 
companies... By this merger the system was made to include 
about 140 miles of track, centering at Allentown, with the sev- 
eral branches terminating at Chestnut Hill (Philadelphia), 
Slatington, Nazareth, Macungie and Hellertown. These 
branches in turn connect at several points with other trolley 
systems so that the whole network covers a large district. One 
of these connections extends to Easton and thence to the Dela- 
ware Water Gap region. At the same time an arrangement 
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Lehigh Valley Transit—Route, Power Plant, Substations 
and Car House 


was effected whereby the Lehigh Valley Transit Company un- 
dertook the management of the Allentown Electric Light & 
Power Company, which leases the Bethlehem Electric Light 
Company and the South Bethlehem Electric Light Company; 
also the Slatington Power Company which leases the Citizens 
Electric Light, Heating & Power Company of Slatington and 
Walnutport. The company also leases. the Quakertown Trac- 
tion Company, the Allentown & Coopersburg Turnpike Com- 
pany and the Bethlehem & Nazareth Passenger Railway Co. 
The authorized and outstanding stock is $3,000,000 common and 
$5,000,000 preferred. : ‘ 
ORIGINAL POWER ARRANGEMENTS 
As a result of the successive growths of these different lines, 
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the generating stations were widely scattered and the equip- 
ment of various types. 

The railway generating stations were at the following points : 
Allentown, 2500 kw; Quakertown, 350 kw; Souderton, 
Ambler 350 kw; Broadheads 400 kw; Slatington 600 kw. 


350 kw; 


Lehigh Valley Transit—Boiler Room Side of Power Plant, 
Showing Coal Pits and Gantry 


The lighting stations were located at: Slatington, 100 kw; 


- Allentown 1000 kw; Bethlehem 500 kw. 


In addition to these generating stations a 200- -amp. storage 
battery station was’located at Rocky Ridge, and a 300-amp 
storage battery station at Allentown. The existing incandes- 
cent lighting systems were operated at. 133 cycles and the street 
lighting was composed mainly of open are lamps, supplied by 
9.6 amp Brush machines, the stations at Allentown and Bethle- 


Lehigh Valley Transit—One of the 2000-Kw, 13,200-Volt, 
25-Cycle Turbines 


hem being so equipped. The railway feeder systems were bet- 
ter adapted to the requirements of the original sections of their 
roads with their very light equipment, than to the heavier equip- 
ment and increased schedules of the combined network. 
CHOICE OF SYSTEMS 
In the choice of distributing and operating systems and fre- 


meen rt 
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quency for the generating plant, certain considerations largely 
determined the choice for the respective services. On the serv- 
ice lighting system for instance, most of the transformers 
installed were suitable for operation at 60-cycles, although then 
used at 133 cycles. To discard these in favor of any other 
frequency, which might be indicated by other considerations. 
would have entailed a considerable loss, and furthermore would 
nave resulted in great inconvenience when changing over 


——7 
——'s 


Lehigh ener: Transit—Cross-Section of Four-Unit Sub- 
station 


from the old system to the new. The necessity of main- 
taining the.existing service and of bettering it as rapidly as 
possible was more than ordinarily important. The arc lighting 
situation was somewhat complicated’ by reason of existing con- 
tracts which definitely specified the type and form of lamp. 
These were of such a nature as to make it desirable to retain 
the existing system for that service even at the expense of 
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users in Allentown were equipped with 600-volt dc. drives, . 
which required. the provision of a 600-volt metallic circuit, the 
- intention being gradually to reduce this service to a point where 
it could be discontinued and the apparatus provided for that 
service be subsequently converted to the. use of the: rail- 


Lehigh Valley Transit—Boiler Room, with Stokers, 


and Charging Platform 


way system. The unfavorable location of the stations outside 
of Allentown, both as regarded their fuel and water supply 
(which in most cases had resulted in their operation non-con-. 
densing) determined the choice of a°single centrally located 
station at Allentown on the south bank of the Lehigh. River, 
-with railroad connection from the Lehigh Valley Railroad pro- 
viding an ideal situation as regards both coal and. water. 
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Lehigh Valley Transit—Plan of Typical Four-Unit Substation 


having a certain amount of complication in the station equip- 
ment. 

~ Qn the padiee system all of the.existing lines were operat- 
ing at 600 volts d.c., and. the character of the service and the 
existing construction determined the retention of this system 
for the operation of the railways. Some of the local power 


The three-phase 25-cycle, 13,200-volt transmission to the 
railway substations was settled upon because of the contem- 
plated connection with the transmission of adjacent systems 
operating at this frequency. The importance of this over-bal- 
anced the desirability of having a single frequency in the gen- 
erating station. The accompanying map of the system shows 
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the location of the present generating plant and of the re- 
spective substations. For all of the branches, with the excep- 
tion of the Philadelphia division, single transmission lines are 
used, the construction employing 4o ft. average wooden poles, 
carried for the greater part of the distance along public roads. 
On the Philadelphia division a single pole line, with duplicate 
transmission linés, is installed, both lines entering and leaving 
all substations so that they can be interchanged at any point. 

For the lighting systems of Bethlehem and Slatington inde- 
' pendent three-phase, 60-cycle 13,200-volt transmission lines are 
carried to the respective substations, a single copper line being 
installed for Slatington and a double line for Bethlehem. In 
the construction of the various lines bare copper wire, ranging 
from No. 2 to No. oo is employed, the insulators being triple 
petticoat porcelain, 70,000-volt test, with locust pins. For the 
majority of crossings the standard strain insulator construction 
is employed, the belief being that the simplest possible arrange- 
ment would give the greatest security from trouble. 
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switches. The control panels for the a.c. lines are located 
opposite the respective switches on that side of the station, 
while the railway machine and feeder panels, together with 
the lighting distribution, are located on the opposite side of 
the building. 

The incoming duplicate high-tension lighting lines are handled 
in a manner similar to that just described for the railway 
lines, as they are carried through three-phase step-down trans- 
formers to a 2300-volt lighting bus, the local power being dis- 
tributed at three-phase and the lighting at single phase. The 
transformers in all the substations are of the air blast type, du- 
plicate blowers, as indicated, being provided in all cases. The 
arrangement of the straight railway substations is similar to 
that shown, excepting only for the omission of the lighting 
equipment. 

The system of connections employed in the main station at 
Allentown is shown diagrammatically on page 176, but only 
one connection of each kind is indicated. There are two 


Lehigh Valley Transit—Railway Substation Apparatus on the Lower Gallery of the Turbine Room 


RAILWAY SUBSTATIONS 

The railway substations are all built on a uniform plan, dif- 
fering only in the number of units provided and in the provi- 
sion for the lighting distribution in the special cases where this 
is required. The plan and elevation show the general arrange- 
ment of the Bethlehem substation, which has provision for four 
railway converters. Those at present installed there are of 
300 kw capacity. The layout, however, is such as to provide 
ample room for 500 kw units should future load requirements 
demand increased capacity. It will be noted that this station 
has provision for lighting equipment, the small rotary conver- 
ter shown being a three-wire machine to meet the requirements 
of the local metallic circuit dic. service, which, as above noted, 
will be sooner or later eliminated. The incoming duplicate high- 
tension railway lines are carried through remote manually-op- 
erated oil switches in independent cells to the sectionalized high- 
tension bus, from which the respective step-down-banks of trans- 
formers for the rotaries are supplied through corresponding oil 


2000 kw. 25-cycle Curtis turbo-generators supplying the rail- 
way system, with provision for the future installation of two 
additional units of capacity up to 5000 kw. These are Y-con- 
nected with ungrounded neutral and are each connected through 
a single remote-control motor operated oil switch to the 25-cycle 
high-tension busses, which are sectionalized at the center. The 
various 25-cycle transmission lines are supplied from this high- 
tension bus, the duplicate lines on the corresponding divisions 
being taken from the respective halves of the bus. The 60- 
cycle, 2300-volt turbo-generators for the lighting system, of 
which there are one 2250 kw, one 1000 kw, and one 500 kw, are 
similarly connected to the 2300-volt main bus. The single-phase 
Allentown lighting and three-phase local power are supplied 
directly from this bus through remote-control, solenoid-oper- 
ated oil switches in independent brick compartments. The 
lighting transmission lines for Bethlehem and Slatington are 
supplied through . 2300-13,200-volt three-phase step-up trans- 
formers, delta-connected with induction regulators in the more 
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important lines. All of the electrical equipment is of the Gen- 
eral Electric Company make. 

The arc lighting is supplied by 125 light, 9.6 amp Brush 
arc machines connected in pairs to three-phase, 60-cycle syn- 


' chronous motors operated from the 2300-volt, 60-cycle bus. The 


600-volt metallic motor circuit in Allentown is supplied from a 
rotary converter, operating from the same bus through step- 
down transformers, a tie connection being provided between 
the d.c. bus and the railway busses in the local substation, which 
is situated in the same building, as shown in one of the illus- 
trations, provision being made for starting this rotary from 
either the ac. or dc. ends. The substations are all op- 
erated at 13,200 volts with delta-connected transformers, The 
railway system is operated on a 20-hour schedule, the metallic 
circuit rotary which operates from the 60-cycle system, being 
cut on to the railway feeders during the four-hour shutdown 
of the 25-cycle system, thus providing for emergency operation 
and specials. This permits repairs throughout the system with- 
out interruption in any of the services, duplicate lighting lines 
being provided wherever the continuous lighting service is re- 
quired. ~ 
POWER STATION 


The accompanying plan of the Allentown power plant prop- 
erty will give a good idea of the situation as effecting the loca- 
tion and construction of the generating station. Particular at- 
tention should be called to some of the features governing the 
design and/of the results accomplished by the design adopted. 
The necessity of supplementing the existing station by the use 
of such new equipment as could be quickly put into service, de- 
termined on a location as close to the existing railway station 
as conditions would permit, while the character of the site neces- 
‘sitated over-lapping the new and old stations. In brief this 
condition consisted in the presence of about 20 ft. of loosely 
filled ground occupying what was previously a part of the old 
Lehigh basin. The great quantities of coal dust, saw dust, mud, 
etc., brought down at times of high water by the Lehigh river, 
and deposited in these basins, was a factor of no small im- 
portance in considering the water supply. The final arrange- 
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large reserve coal storage, capable of insuring against an inter- 
ruption from any trouble of this nature. As the railroad con- 
nection crossed one of the city streets, some system of receiving 
coal whereby frequent shifts would not be required, was ne- 
cessitated. The extended system of coal pits, capable of receiv- 


Lehigh Valley Transit—Steel and Concrete Boiler Supports 
and Reinforced Concrete Ash Hoppers 


ing a train of cars, was therefore determined upon and there 
was installed an electrically operated Browning gantry crane, 
with one end traveling on the coping of the building wall for 
handling the coal from the pits to storage or stokers. 


( 


Lehigh Valley Transit—Plan of Power Station Property 


ment decided upon by the constructing engineers included a 
crib with four sets of steel screens located out in the main 
channel of the river, the discharge from the condensers being 
made into the basin. 

Another consideration which was given weight by reason of 
the numerous coal strikes at the time, was the provision of a 


tia: 


As shown in one of the illustrations on page 172, this crane 
carries at the building end, a suspended hopper into which the 
clam shell bucket discharges. Immediately beneath this hopper, 
and entirely enclosed from the weather, are duplicate electric- 
driven coal crackers. The crushed coal is discharged into the 
lower hopper with cut-off valves, one of which is located for 
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loading into a charging larry traveling on a 
bracket runway at the side of the building, 
while the other valve discharges into an 
emergency storage pile of crushed coal. The 
bulk of the coal is, of course, stored un- 
crushed, the area provided being sufficient 
to accommodate a three-month supply. One 
man ordinarily attends the coal handling. 


The. sectional elevation and the two plan ~ 


views of the station will make clear the gen- 
eral arrangement of the same. 
On account of the character of the soil, it 


was necessary to carry the entire building. , 
The - 


and the machine foundations on piles. 
latter were cut off below minimum water 
level. At the same time the great variation 
in the river level necessitated very deep 
foundations in order to raise the lower floor 
of the station to a point which is secure 
against floods. .The building is of skeleton 
steel construction, with monolithic concrete 
walls, roof and floors. It is absolutely fire- 
proof in every regard, as the doors and win- 
dows are of metal glazed with ribbed wire 
glass. The efficient lighting and ventilation 
of all portions were carefully considered 
and it will be noted from an examination 
of the typical cross-section, that practically 
every portion of the building, including the 
switch galleries and the boiler room, is open 
to the full lighting of the main windows. 
‘Monitors are provided for the full length of 
the building for both the boiler room and 
turbine room: to insure efficient ventilation. 

As shown in the view of the boiler room, 
an auxiliary coal skip hoist is provided in 
one corner. This is arranged to receive 
coal from the crushed coal storage previ- 
ously referred to and to discharge the same 
into a small hopper at one end of the boiler 
room; this is so arranged as to discharge 
into the same larry car as the discharge 
hopper on the gantry crane. The charging 
larry passes along the front of the boilers 
at the level of the stoker hoppers. This car 
is a Hunt storage battery locomotive, the 
special dumping valve being so arranged as 
to discharge the coal directly into the stoker 
hoppers. hese hoppers are provided with 
folding bins, arranged when in the open 
position to receive a considerable quantity 
of coal and closing in order to clear the 
tube doors when open for the removal of 
tubes. The stokers are of the Roney type, 
manufactured by the Westinghouse Machine 
Company. 

The boilers consist of six 1050 hp bat- 
teries of B. & W. steel header type, equipped 
with two stage, B. & W. superheaters, de- 
signed to give a normal superheat of 200 
deg. Fahr., at 200 lb. working pressure. A 
separate saturated steam system is provided 
for the station auxiliaries. The boilers 
connect to a single flue which has dampers 
at each end of the building and sectionaliz- 
ing damper at the center, the design being 
such that economizers can readily be added 
without material change at any future time. 
The boilers are carried on steel and con- 
crete supports, the construction including 
reinforced concrete ash hoppers, which dis- 
charge directly into tip cars at the ground 
level. The steam piping system of the 
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Lehigh Valley Transit—Wiring Diagram, Showing the System of Connections in the Generating Station 
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boiler room comprises individual connections from the respec- 
tive boilers into the main steam loop located in the ground 
story, and similar connections to a central.loop system for the 
auxiliaries, as will be seen by reference to the plan view of the 
ground floor, At present a single Custodis radial brick stack 
11 ft. x 225 ft. is located at one end of the station; the future 
stack will be located at the opposite end. 

The generating equipment consists of two 2000 kw, three- 
phase, 25-cycle, 13,200-volt railway ‘turbo-generators; and 
one 2250 kw, one 1000 and one 500 kw. 2300-volt, three- 
phase, 60-cycle lighting turbo-generators of the vertical Curtis 
type, with provision for three additional units of sizes up 
to 5000kw. The exciting current is provided by two 75-kw hori- 
zontal Curtis turbo-generators, which also furnish the station 
lighting. Provision is made for future motor driven exciters 
and frequency changers, should such be required. There is 
also provided an 800-amp “Chloride” storage battery, floating 
on the exciter bus as a guarantee against interruption in the 
excitation, a feature which has proved of considerable value 
in operation. 

The turbines are each equipped with independent Worthing- 
ton barometric jet condensers, supplied from a central cen- 
trifugal pumping plant located at the center of the station. Par- 
ticular attention is called to this arrangement, which was adopt- 
ed on account of the wide variation in the respective station 
loads, to secure a much better operating efficiency than could 
have been had by the use of entirely independent units. This 
arrangement also permits the much quicker starting of an ad- 
ditional unit, due to the pumps being in operation, and 
avoids the delay which would otherwise be required for prim- 
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of jet condensers was determined upon, and subsequent opera- 
tion has proved the wisdom of this choice as reducing the main- 
tenance and avoiding clogging of the condensing equipment.. 
The center crank rotary dry vacuum pumps, located at the 
center of the station, are also of the Worthington make. The 


Lehigh Valley Transit—Main Switchboard with D.C. Rail- 
way End in the Foreground 
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a, Valley Transit—Typical Cross-Section Through the Generating Station 


various pumps for constant service, boiler feed, step-bearing 
and oil pressure systems are located in the open pump room, 
immediately beneath the lower switchboard gallery on the main 
floor. This arrangement secures an extremely light station, 


ing the circulating pumps at times of low water level. As 
before mentioned, the Lehigh River is noted for the amount of 
suspended material carried down in times of flood and for the» 
serious amount of acid. For these ‘reasons primarily, the use: 
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with the machines perfectly accessible. These pumps are of 
outside, end-packed plunger type and are controlled by auto- 
matic governors, the speed of the pump being automatically reg- 
ulated in accordance with the varying demand. It will be noted 
that all of the auxiliaries are centrally located on this floor, 
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stairways on each. Suitable platforms also are provided for 
access to the condenser control valves, etc. The arrangement 
in this gallery will be evident from inspection of the views of 


the corresponding parts. 
The substation apparatus for the local Allentown railway 
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Lehigh Valley Transit—First Floor Level of the Power Station 


requiring a minimum of attendance and simplicity of pipe con- 
nections. These auxiliaries exhaust into the duplicate open 
Cochrane feed water heaters located in the.boiler room base- 
ment. They embody the Sorge-Cochrane system of feed water 
purification. The remaining portions of the ground floor are 
divided for storage battery, toilet, lamp testing and storage 
rooms, and the air blast compartment for the substation trans- 
formers. 

On the first gallery of the turbine room, corresponding in ele- 
vation to the main floor of the boiler room, are located the 


service consists at present of three 500-kw rotaries with corre- 
sponding banks of step-down air blast transformers and react- 
ances, the machine and railway feeder panels being located at 
the adjacent end of the main panel board as will be noted from 
one of the accompanying illustrations. , 
The upper switchboard gallery is devoted to high-tension 
switch compartments located at the respective ends of the sta- 
tion, the railway lines being carried out at one end of the sta- 
tion, and the lighting lines at the opposite end to terminal 
towers. The lightning arresters are located on the upper gal- 
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controlling switchboards, offices and local substation. This gal- 
lery connects directly to the lower operating galleries of the re- 
spective turbines, the upper galleries of these units being 
reached from the corresponding lower gallery by means of 
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lery opposite the respective line oil switches. The central por- 


tion of the upper gallery is occupied by the motor-driven are ~~ 


machines, space being provided for future additions, and for 
step-up transformers for additional transmission lines. 
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While the owners of this generating station do not deem it de- 
sirable to give out the detailed operating costs of the station 
lighting and traction system, it may be noted in general that the 
cost of power has been reduced to less than one-half of that un- 
der the old arrangement of stations. At the inception of this 
work the officers of the Lehigh Valley Transit Company were: 
President, Harry C. Trexler; general manager, W. S. Hall: chief 
engineer, W. H. Hall, and consulting engineer for bondholders, 
David Young. The present officers are: President and gener- 
al manager, R. P. Stevens; superintendent of the lighting 
department, A. H. S. Cantlin; auditor, C. M. Walters, and 
chief engineer, W. W. Bromley. The consulting and construct- 
ing. engineers for this power rehabilitation and improvements 
were the Scofield Engineering Company, Philadelphia. : 
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REPORT ON THE TRANSPORTATION PROBLEM IN 
PITTSBURGH 


B. J. Arnold has just submitted two reports to Mayor Magee 
on the transportation system in the city of Pittsburgh. In the 
first he discusses the general subject, and says: 

“Pittsburgh’s traction problem, like those of other cities, can 
not be settled now, for all time to come, on account of the in- 
creasing demands which will arise from time to time under 
new conditions, but it has been found in other cities that an 
educated public opinion regarding transportation matters has 
assisted greatly toward adjusting and maintaining the proper 
relationship between the traction companies and the riding pub- 
lic. It is for the purpose of bringing out a comprehensive 
statement of the entire problem before analyzing each element 
in detail, that this general discussion, preceding the other parts 
of the report, is submitted. 

“A study of the transit facilities of Pittsburgh, as well as 
of all the larger American cities, shows that while great ad- 
vances have been made in the art of transportation, much re- 
mains to be accomplished. Nearly every city encounters a 
different traction problem, and many of them are pressing for 
some immediate solution. In the majority of cases what is 
wanted is not only considerable improvement over present con- 
ditions, but also a program of development along technical, 
legal and financial lines which will result in a comprehensive 
transportation system suitable to meet constantly growing 
demands. 

“The term ‘comprehensive plan’ is used so frequently that it 
may be worth while to define the conditions which such a plan 
should fulfill. In doing this it will be discovered at once that 
there are many points of view and equally as many opinions 
as to the relative importance of the elements which enter into 
the specifications for an ideal system of transportation. In 
considering the subject, the rights of the patron, the operator, 
the municipality, the property owner and the financier must 
each be recognized as well as’ the requirements for maximum 
economy. 

“The patron of the system believes he has a right to expect 
adequate service, consisting of plenty of cars provided with 
eross-seats, comfortably heated in cold weather and well ven- 
tilated at all times. Every precaution should be adopted for 
his safety, and after safety and comfort have been secured, the 
maximum possible speed should be the next consideration.. The 
rolling stock should be noiseless in operation and the track 
and car equipment should be built for easy riding. Through 
riding from point of starting to point of destination is desir- 
able, but if this is not possible, the patron has a right to ex- 
pect universal transfers and one fare for the entire system. ; 
“The operator of the system can secure the best results if 
the equipment is efficient and up to date, if the construction has 
been sufficiently substantial to reduce maintenance to the most 
economical point, if the track and paving have been built so as 
not to encourage vehicles to follow the rail, and if street traffic 
is so regulated that the surface cars will have the right-of-way, 
- particularly during the rush hours. 

' “The most favorable conditions for operation exis 
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the peak loads are not excessive, when there is a large amount 
of all-day travel, when the flow of traffic is not all one way 
so that the cars may be evenly filled in both: directions, and 
when the profit of the short-haul business more than offsets 
the losses from the long hauls. 

“The City is best served if the passengers are collected and 
delivered convenient to places of business; and the system 
should carry passengers to the outlying districts in the mini- 
mum of time and at the lowest cost, so as to reduce the ten- 
dency toward congestion in downtown districts. Rapid transit 
should be provided by well-ventilated subways or by means of 
roads in open cuts, or upon elevated structures designed to 
present an artistic appearance and to operate with a mini- 
mum of noise. Suburban traffic should be handled by electrified 
terminal systems of the various steam roads so as to avoid 
smoke and gases. The street railway surface system should 
furnish and maintain the paving between and adjacent to its 
tracks; and it should sprinkle the streets and reconstruct its 
roadbed whenever the streets are torn up for changes in grade, 
alterations in pavement, new sewers or water mains. Free 
transportation should be supplied to mail carriers, firemen, 
policemen or other city employees; and special low rates should 
be made for school children and workmen. Iron poles should 
be removed upon request and all transmission and feeder cables 
should be placed underground. In certain cities and in re- 
stricted districts of other cities the underground conduit sys- 
tem is insisted upon. The franchise should be indeterminate 
so that ‘franchise values’ will be eliminated, and a system of 
regulation should be established to insure that the citizens get 
their full measure of service. 

“The real estate owner and operator often insists upon the 
best facilities being provided for his immediate district, even 
at the expense of the remainder of the city. The owner of 
property~in the central part of the city will point out the ad- 
vantages of confining the growth of the city by restricting non- 
paying extensions and by charging two or more fares to reach 
the outlying districts; while the development of the suburban 
districts and the building up of home communities inside the 
city limits depend largely upon extensions of rapid transit 
facilities and the maintaining of the universal 5-cent fare. 

“Financial requirements will dictate that the rate of fare be 
sufficient to cover the expenses of transportation, maintenance, 
reserve for depreciation and damages, as well as to pay inter- 
est charges and a fair return on the investment. If there be 
any surplus, the excess earnings should be devoted to better 
service and extensions, or it should be divided with the city in 
lieu of taxes, franchise payments or other civic burdens. 

“In considering rates, credit should be allowed for past bur- 
dens of non-paying years and for development expenses in- 
volved in creating, combining and building up the property and 
in bringing it to a paying basis. Extraordinary expenses should 
be amortised, and reserves for replacement of obsolete equip- 
ment, personal damages, fires and other contingencies should 
be provided. 

“A broad economical policy requires that the whole trans- 
portation system of a district should be controlled as if under 
one ownership, and that when one system of transportation 
more efficient than another can be provided, a transfer of pas- 
sengers should be encouraged from the less to the more eff- 
cient system. Transportation in a city is a natural monopoly; 
therefore, no district should be served with two competing 
transit systems when one can furnish better service than with 
the business divided. 

“The building of extensions into undeveloped districts should 
be assisted bysassessment on the property benefited, and the 
operating loss on non-paying lines should be financed so as not 
to be too heavy a burden upon the remainder of the system. As 
districts develop, the improvement of transit facilities should 
be somewhat in advance of the actual requirements. 

“The problem, therefore, is how to find an equitable balance 
between all these conditions. There is to be provided a maxi- 
mum of safety, comfort, speed and capacity. Pavements are 
to be repaired, taxes are to be paid, and all equipment must be 


180 | _ ELECTRIC RAILWAY JOURNAL. 


thoroughly maintained and a reserve fund accumulated so as 
to keep the property abreast of all advances in the art. Sepa- 
rate systems must be controlled or combined to avoid waste- 
ful competition and to secure the efficiency of one manage- 
ment. Extensions must be made into promising territory. 
Rapid transit systems should be provided for and built in ad- 
vance of immediate needs, and the losses during the first 
years of operation must be financed. If private capital is to 
be attracted for building the transit systems, a return on the 
investment somewhat larger than current rates of interest 
should be allowed. 

“There are so many elements arising from local conditions 
that it would be impracticable to develop a formula that would 
be universally applicable, and while comparisons between dif- 
ferent cities will be instructive, the solution of any one problem 
must be preceded by a study of the relative importance of its 
elements as determined by the special requirements of the 
given locality. In each case it is desirable to determine what 
constitutes a fair requirement for the following items: 


I. Original investment. 

2. Legal, technical and financial development expenses. 
3. Working capital. 

4. Adequate service. 

“5. Possible income. 

6. Operating and maintenance expense. 

7. Taxes and franchise payments. 

“8. Reserve funds for insurance, damages and depreciation. 
9 Return on investment. 

“To. Provision for future extensions. 

“tr. Facilities for rapid transit. 


“Transit facilities may be called the blood vessels of the city 
or district, and it is only by providing for unrestricted flow of 
traffic from any one district to every other district that we have 
the most favorable conditions for: strength and growth. 
Hamper this free intercourse by poor transit facilities, at once 
there is an arrested development. On the other hand, if facili- 
ties are extended too far and too fast, there follows a dissipa- 
tion of strength. What-is always wanted is to find an equit- 
able balance, and then a constructive program which will con- 
tinuously maintain this balance. 


PRESENT TENDENCIES 


“Tt may be of benefit to indicate briefly the present tenden- 
cies which are more or less marked in the movement for tran- 
sit betterments. There is a decided tendency, for instance, 
toward recognizing the actual investment required to provide 
adequate service. This tendency is shown by the valuations of 
traction properties which are now under way by various 
authorities and by the studies that are being made by engineers 
to determine not only the ‘first cost’ and the ‘cost to reproduce’ 
certain properties, but the probable additional expenses which 
have been involved in building up the property and securing a 
good business. It is hard to see how the problem of reorgani- 
zation and of rate making can be fairly handled without making 
a fair valuation of the reproduction cost, and in some cases, of 
the depreciated or present value. 

“There appears to be a constantly growing sentiment in favor 
of building extensions into new territory by means of assess- 
ment; that is, charging the property benefited with at least the 
cost of the permanent way. This method of financing branch 
lines which will be operated at a loss for some time, has been 
worked out in Berlin in connection with the underground road, 
and petitions are now being signed in certain districts of New 
York which is likely to result in its adoption in this country. 

“There is also a gradual tendency toward a higher standard 
of service. Better lighted, better heated and more comfort- 
able cars are in demand and a limit to the crowding allowed. is 
resulting in more adequate service. While it is generally recog- 
nized in this country that a seat for every passenger is im- 
practicable during rush hours, knowledge of the fact that such 
a policy is possible in foreign cities seems to justify the more 
insistent demands for more seats here at the time passengers 
wish to travel. 
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FARES 
“There has been some demand for 3-cent fares, especially in 
the Middle West, and experiments have recently been made to 
demonstrate the possibility of this fare. The results, however, 
have been rather to prove that cheap fares and good service can- 


not be secured at the same time and the conclusion has been | 


reached that, as a rule, the rider wants good service and is 
willing to pay reasonably for it. ; ; 
“On the other hand, the movement to raise the city fare 
above the 5-cent limit has received little encouragement, and 
there seems to be no decided sentiment in this country in favor 
of the European zone system. It appears that a concerted effort 
must be made to work out our transit problems on the basis of 
a single 5-cent fare for a ride in one general direction. And 
it will probably only be when failure to do this, due to exces- 
sive length of average haul, has been demonstrated, that it will 
be advisable to consider raising the fare above 5 cents. Then 
it will probably come in the form of making a small charge for 
certain transfers. In other words, of all the possible solutions 
the augmenting of income by charging more than 5-cents for a 
ride within the city limits would appear to be one of the last 
stiggestions to be considered. 


“An effort has been made elsewhere to increase income by 


abolishing transfers, but there is a question as to the benefits 
to be derived from such a course. The abuse of the transfer 
privilege should rather be eliminated. Its intelligent use always 
has been a logical and economical method of handling and in- 
creasing traffic. The tendency should be toward one compre- 
hensive system with consistent transfer facilities between the 
different branches. If-the collection and distribution of passen- 
gers can be accomplished more conveniently and economically 
by means of the transfer than by means of the ‘direct’ system, 
which often means the duplication of service, then the trans- 
fer system should have the preference. 

“When it is understood that the operating expenses per car- 
mile are from three-quarters to one-half as much for a car in a 
subway or an elevated structure as upon the street surface, 
and that at the same time the subway or elevated car runs at 
fully double the speed and carries at least 50 per cent more 
seats, it will be seen that, as far as operating expenses are 
concerned, rapid transit subway and elevated lines have a 
great advantage. The problem is to secure sufficient business 
to run enough car-miles over the more expensive structure so 
that the fixed charges per car-mile will not be excessive. As a 
rule, any subway or elevated system will not prove financially 
suiccessful in which the car-miles run during any year are not 
equal in amount to at least half the investment in dollars then 
in the property (that is, an investment of $2 for each car-mile 
on a yearly basis). Experience is gradually showing us that 
there are economical limits—both high and low—between which 
a certain density of traffic will justify a corresponding trans- 
portation system. Beyond these limits some other system 
should be provided. For instance, in Boston, when the sur- 
face system -became congested with traffic in the downtown dis- 
tricts, it was found more economical to transfer passengers to 
an elevated structure. In the course of time, as traffic in- 
creased, it was found desirable to extend the limits of the ele- 
vated road zone and to use subways. The same conclusions are 
being reached in Brooklyn, where, as in Boston, the elevated 
and surface roads are both under one management. In other 
words, a unit system of construction is naturally being de- 
veloped, together with a zone system of operation rather than a 
zone system of fares. But this is only possible when the entire 
transportation system is practically under one control. 


SHORT HAUL AND DENSITY 
“The fact that the operating expense per car-mile of the sir- 
face lines is greater than the cost of operating a mile through 
a subway or on an elevated line naturally leads to a more 
serious study of the possible economies in surface line opera; 
tion. Progress in this direction shows a decided movement to 
reduce the relative weight of the car per seat, resulting in 


lower power costs and less annual cost for maintenance of ° 


roadway. At the same time, the income is being increased and 
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conserved by the introduction of improved fare collecting sys- 
tems. There remains to be devised, however, some system of 
operation on the surface lines for the handling of short-haul 
passengers in short-haul cars. There is a large profit in all of 
our cities from the short-haul business. But, as a rule, it is 
now being handled in cars which run practically to the ends of 
the various lines so that much of the advantage of the short- 
haul profit is offset by the expense of operating cars with 
empty seats in the outlying districts. 

“It must be recognized that there are two things which re- 
duce the cost of transportation per passenger—one is density 
of traffic and the other, short haul. In Paris, the subway sys- 
tem is a paying investment, because the average haul is less 
than 2 miles and the cars are operated over comparatively short 
lines. Universal free transfers are provided over the entire 
system, but the lines are not physically connected and the 


_ densest traffic is handled by trains running only 6 miles, at the 


end of which distance they are looped back. On the other 
hand, the present subway in New York furnishes a continuous 
ride of 17%4 miles for one fare, while the average passenger 
travel is about 5 miles. Taking into consideration the relative 


purchasing value of money in New York and in Paris, a com- 


parison of the two cities shows that in the Paris subway the 
fare is equivalent to 4 cents for an average ride of 2 miles or 
at the rate of 2 cents per mile, while in New York the fare is 
5 cents for an average ride of 5 miles, or at the rate of 1 cent 
per mile. On a mile basis, therefore, New York gets its sub- 
way transportation at half the Paris rate, but the New Yorker 
travels more than twice as far on each ride as the Parisian, so 
that the average fare per passenger is greater in New York 
than in Paris. New York has the advantage of density of 
trafic; Paris has the advantage of short haul. New York 
should cultivate the short-haul business in short-haul cars as is 
done in Paris and thus enjoy the benefits of both elements— 
short haul and density of traffic—and thus be relieved of the 
present uncomfortable overcrowding in the short-haul district 
which now seems to be necessary in order to secure the very 
long rides for a universal 5-cent fare 
TAXES 


“The question of taxation is being more carefully studied 
and it is recognized by some students of transportation prob- 
lems that perhaps the railroads have been called upon to carry 
more than their share of the tax burden. For a time the only 


‘ apparent method available for the people to get their share of 


the profits, often imaginary, derived from the railway business, 
was by means of taxes. Hence special taxes of various kinds 
were devised. But as logical methods of control and regulation 
are being introduced and as the records of investment, earnings 
and operating expenses are being more intelligently studied, 
this fact is becoming apparent that there is very little surplus 
left for taxes, particularly for the payment of a franchise tax, 
if a company is to furnish adequate service, properly maintain 
its property, provide for depreciation due to renewals and 
obsolescence and pay even a moderate return on the investment 
so that needed ‘extensions may be financed. 

“As legislatures can establish commissions which have power 
to regulate service, control operation and fix rates, there ap- 
parently is nothing left, under such conditions, of what has 
been termed ‘franchise value.’ In fact, the term ‘indeterminate 
franchise’ implies this very feature. Now if there is no fran- 
chise value, there should be no tax upon it. The burden of 


_ maintaining paving is an inheritance from horse car days, when - 


the horses used in hauling the street cars actually wore out the 
pavements between the rails. And there is justly a growing 
sentiment toward the removal of this burden, providing, of 
course, that the money saved to the railway company 1s diverted 
to furnishing better service or toward offsetting some of the 
other legitimate expenses of transportation. 


DEPRECIATION 


“There is much discussion as to settin 
of earnings some definite amount to offs 
the property due to obsolescence and other causes, 


g aside each year out 
et the depreciation of 
and it is gen- 
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erally conceded that this is a duty and necessity that no longer 
can be neglected. What should be done with the past obliga- 
tions of this nature which have accumulated through years of 
development of poor business is a problem which is receiving 
much consideration, but there hardly have been sufficient de- 
cisions reached to outline a final conclusion or even to indicate 
a decided tendency. 


RATE OF RETURN 


“It is certain, however, that as all these requirements of suc- 
cessful and growing transportation systems are being more 
thoroughly analyzed and understood that there is being de- 
veloped a conclusion that the profits from the transportation 
business are, as a rule, no longer excessive, and the removal of 
the idea that a franchise for a street railroad in a center of 
population is “as good as a gold mine’ is having a good effect 
toward reaching a sane solution of transportation difficulties. 
Money actually used to produce a property should be assured 
a fair rate of interest, and if private capital is to be attracted 
an additional profit over current interest rates must usually be 
allowed, varying in proportion with the hazard of the enter- 
prise. It must be admitted, however, that under conditions 
where the enterprise has become established, the fair rate of 
return considered necessary is approaching nearer and nearer 
toward just the interest charge at current rates; and the sur- 
plus earnings are being called upon to satisfy the demands for 
extensions, for effective maintenance and for reserve to cover 
depreciation. 

“The rate of interest is being reduced in some places by 
raising money for rapid transit systems by means of city credit, 
but in these cases the furnishing of the money required for 
equipment and for the operation of the system has been left to 
private capital. In other cases, as in Chicago, the actual in- 
vestment in the surface street railway system has been de- 
termined by appraisal and an exact accounting of the expendi- 
tures for rehabilitation, betterments and extensions has been 
made. Thus in Chicago, on the total investment there has 
been allowed a return of 5 per cent, plus a share of the profits, 
amounting to 45 per cent of the net earnings, the other 55 per 
cent going to the city. In other cities where the relation be- 
tween the investment and the return has not been so carefully 
determined there is a tendency either to force a reduction of the 
rate of fare or to complain of the service rendered. It also 
must be recognized that if some method were available abso- 


_lutely to keep the operation of the road ‘out of politics’ there — 


would be a decided tendency in some cities toward municipal 
ownership and municipal operation. 


CONCLUSION 


“Tt will be seen from the foregoing that any attempt to 
formulate decisions of a hasty or prejudicial nature would very 
likely fall far from the truth and that a coherent solution of 
the problem requires analysis from many viewpoints and by 
various minds, 

“The patron should learn to recognize that empty seats cost 
as much to operate as occupied seats; that a seat for every 
passenger during rush hours must mean the curtailment of the 
service during the non-rush hours, and that new cars and new 
tracks cannot be furnished until old equipment has been in 
service a reasonable length of time. 

“The operator should adopt the policy of continually trying 
to please the public and should arrange his schedules and rouics 
to accommodate the greatest number. If the best service can 
be rendered by establishing through routes and giving trans- 
fers, these methods should be adopted in an effort to increase 
gross earnings by making it easy to ride. It should be realized 
that publicity of intention and results is the best policy. 

“The City should co-operate with the company on street 
traffic regulation, widening the streets where necessary and 
issuing permits for extensions and. new connections which 
are absolutely necessary for the best routing system. Unneces- 
sary taxes and the burden of paving maintenance should be 
removed in the interest of allowing more money for better 
service. 
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“The property owner should recognize that the general pros- 
perity of the entire district is not only vital to him, but to 
others, -and that routes and extensions cannot be controlled 
for his particular benefit. 

“The financier must realize that the day for exploitation of 
established enterprises has passed and that the fixed charges 
on such properties must be reduced to a fair return on the 
actual investment. New capital which is absolutely necessary 
for the continued life and usefulness of any public utility must 
be furnished, and this flow of new blood should be supplied in 
advance of actual needs, if it is to have a strengthening influ- 
ence on the system. 

“Economy and a continuation of an Reritable balance dic- 
tates efficient management, and the setting aside out of earn- 
ings each year of a fund to provide for renewals. 

“These several elements have been considered in some detail 
for the purpose of emphasizing as strongly as possible the dan- 
ger of a one-sided judgment of the Pittsburgh traction prob- 
lem. And it is hoped that the reading of this discussion will 
place one in a better position to consider the specific phases of 
the problem that will follow, such as: Records of operation 
of the Pittsburgh Railways Company, comparisons with other 
cities, and Pittsburgh transportation, past, present and future.” 


eg eg 
REPORT ON PITTSBURGH’S IMMEDIATE NEEDS 


The report on the transportation problem in Pittsburgh by 
B. J. Arnold printed above was followed on July 19 by another 
addressed to the Mayor, upon the City’s immediate needs, in 
which Mr. Arnold said: 

“The operation of and the service supplied by the Pittsburgh 
Railways Company have been objects of comment and com- 
plaint ior sometime. There are a number of more or less 
official reports which have covered various phases of this 
subject. These have all had an influence in forming public 
opinion, which after all is the final tribunal before which any 
case must be settled. These contributions to the situation are 
as follows: 


Report on Transit Conditions by Subcommittee on Rapid Transit 


to. the Mayor, Geo. W. Guthrie.........-....--.-+... February 4, 1907 
Message of the Mayor, Geo. W. Guthrie to Councils......./ April 13, 1908 
The Transit Situation in Pittsburgh, an article in Pittsburgh 

siutyey ‘Report, by JohnJe, Bax ope eres 62's 5's February, 1909 
Message of the Mayor, Geo. W. Guthrie to Councils........ March 8, 1909 
Report of Stone & Webster, Consulting Engineers to Pennsyl- 

vania State Railroad Commission................... February 20, 1909 
Recommendations of the Pennsylvania State Railroad Commis- 

SGT St fers Se ate el Se we cle Ree Re ee Eien ac ec ee cand April 23, 1909 
Report of Henry C. Wright to Mayor Wm. A. Magee....August 21, 1909 
Report on City Planning for Pittsburgh to Pittsburgh Civic 

ommission by Messrs. Olmstead, Freeman and Arnold. December 11, 1909 
Report to Pennsylvania State Railroad Commission by Emil 

WENSSON! (225k ap sence eens wees eas 5 ll March 26, 1910 
Reply of Pittsburgh Railways Company..................-. May 10, 1910 
Communication to Pennsylvania State Railroad Commission by 

Mayor Willian At Mascel ioe seperti tccas 22s ssc c ccc e May 10, r910 
Recommendations of Pennsylvania State Railroad Commission.June 25, 1910 


’ “Tt is not the province of this report to review or recapitulate 
the findings of these reports, to add to the catalogue of de- 
ficiencies which they reveal, nor to pass upon the justice of 
the complaints or the answers made to them. An effort has 
been made, however, to discover the underlying causes which 
have evidently hampered the development of a more satis- 
factory street railway system in the Pittsburgh District. 


- UNDERLYING CAUSES OF DEFICIENCES 


“The present troubles may be largely traced to one or more 
of the following causes: 

“Excessive Actual Cost of Property. Some of the lines have 
‘been rebuilt a number of times, first as horse car lines, then 
as cable lines and finally as electric lines. All these changes 
have been capitalized. Many of the lines are built on private 
right of way, some on streets that were not yet opened or grad- 
ed by the city, and numerous bridges, viaducts, retaining walls, 
cuts and fills have been required on account of the rugged topo- 
graphy of the district. 

“Non-Paying Extensions. In an effort to cover the terri- 
tory and keep out competition, a number of lines have been 
built in advance of an actual demand sufficient, to justify them, 
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and these pioneer lines must be carried for a period of time 
until the district develops. The whole system may be said to 
be over expanded. ; ; 

“Overcapitalization. In order to bring about a consolidation 
of the many separate subsidiary companies into one system, 
rentals were often agreed upon in a form of a guaranteed divi- 
dend on stock which was often part ‘water.’ Companies have 
been absorbed with considerable profit to their former owners, 
and in raising money on bonds, rates of interest have been 
high and discounts liberal. Although the present property con- 
sists of 58f miles of single track, a new system consisting of 
about 550 miles of single track could be produced which would 
perform equally as good or better service at a cost of about 
$100,000 per mile or $55,000,000, which is about half the 
capitalization of the present system. 

“As-a general rule the actual investment in a surface sys- 
tem should not exceed $5 for each dollar of probable annual 
earnings. Pittsburgh’s earnings are now approaching $20,000 
per mile of single track actually operated, and the investment 
should therefore be limited to about $100,000 per mile until 
the earnings increase. 

“The actual capitalization of the system is not imporeant as 
there are some of the securities upon which dividends have 
never been paid. But the amount of ‘fixed charges,’ consisting 
of interest and guaranteed dividends, is the figures which should 
be studied. For the last fiscal year, ending March 31, 1910, 


the fixed charges were as follows: 
Rentals of leased property $2,278,869.21 
Interest on funded debt of Pittsburgh Railways Company and 

leased companies 
Miscellaneous interest and discounts........--.++++s-eeees 


1,869,989.90 
435,750.85 


$4,584,615.96 


ee ee ee 


Total “fixed charges” 


“On a basis of 5 per cent return, these fixed charges would 
justify a capitalization of about $92,000,000, but the net earnings 
after deducting operating expenses and extraordinary repairs 
were not sufficient to pay all of the fixed charges. The ‘deficit’ 
for the year amounted to $1,321,453.13—bringing the amount 
for fixed charges actually earned down to $3,263,162.83. This 
figure, capitalized at 5 per cent would amount to $65,263.000; 
or if capitalized at 6 per cent instead of 5 per cent, then the 
capitalization of the company as determined by its earning 
capacity would be $54,200,000, which is about the figure that 
would produce a new property equally as good as the present 
property for serving the District. It must be understood of 
course that the present value of the property is not as great 


as the reproduction value of the present property, but it should. 


also be understood that the rate of return on the investment, 
whatever may be considered fair, should be figured on the total 
cost, or on the reproduction value of the present property and 
not on its depreciated value. This conception of a ‘fair re- 
turn’ on the investment presupposes an obligation on the part 
of the company to take care of depreciation out of earnings 
as it occurs. 

“Tt will thus be seen that as the railway system was operated 
last year, the actual earnings cannot be said to be very ex- 
cessive, although the question naturally arises—how is the de- 
ficit of over a million dollars to be financed and what pro- 
vision is to be made for past, present and future depreciation? 


NO DEPRECIATION ACCOUNT 


“During the eight years the present company has been in 
control, only about one million dollars of its earnings have been 
put back into the property to take care of renewals; whereas 
the deterioration of the property due to causes other than ordin- 
ary wear and tear has been going on at the rate of at least a 
million dollars per year. While several million dollars have been 
expended by the company for renewals during this period, this 
money which should have been taken from earnings was not 
available owing to the high fixed charges which were agreed 
upon at the time of the consolidation of the various underlying 
companies constituting the present system operated by the Pitts- 
burgh Railways Company. It was apparently necessary, there- 
fore, for the present management \of the Pittsburgh Railways 
Company to raise this money by adding it to capital account. 
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with the result that possible permanent improvements, such 
as new cars and better tracks—for which it could otherwise 
have been expended—were delayed. ‘his failure to take care 
of renewals out of earnings is one of the chief causes of the 


‘present defective condition of the property. 


LOSS OF BUSINESS 
“The gross earnings have not been as great as was expected 
at the time of consolidation, as two periods of business de- 
pression have affected the entire district during the past eight 
years. At the same time, the efforts of the company to cur- 
tail expenses, in order to offset the loss in anticipated earnings, 


-have resulted in poor service and neglected maintenance of 


equipment. The natural effect has been cumulative, and the 
dropping off in business has been more marked than it would 
have been if the quality and amount of service had not been so 
decidedly reduced. The company has thus lost the good will of 
the patrons, which should be one of its best assets, and the for- 
bidding appearance of some of its cars is having a depressing 
effect on the business. 
INCONSISTENT ROUTING 

The routing of the cars is the result of development and not 
of design. More cars are run on main streets than 
are needed, and at other places there is a decided lack of 
tars. The looping in the terminal or down town district leads 
to congestion, and the effort to operate direct cars from one 
locality to several other localities causes confusion, and often 
infrequent service. The forcing of passengers to use certain 
routes by curtailing the transfer privilege is inconvenient, re- 
sulting in long waits on the part of the patrons, with resulting 
dissatisfaction. The lack of through routes across the business 
district, serving the short haul business, is not in accordance 
with the best accepted practice. The existence of routing agree- 
ments between the various companies, the franchise require- 
ments for certain service in the outlying boroughs, the lack of 
turning facilities at the ends of some of the lines and the nar- 
row streets which prevent the running of modern double truck 
cars, are disadvantages which should be removed or modified. 


some 


CUMULATIVE EFFECTS 

“Tt will be seen that the. longer this situation is allowed to 
drift ‘the greater becomes the accumulation of difficulties, in 
fact they accrue at what might be termed a compound rate. 
Rebuilding follows redesign, capital is added to capital, com- 
bination follows competition, operating losses follow non-pay- 
ing extensions, rentals in the form of guaranteed dividends are 
paid to take over prior leases, capitalization increases and stock 
is issued as collateral for guaranteed bonds, wear and tear is 
neglected until the equipment becomes either practically scrap 
or an excessive burden for repair, depreciation is not recognized 
and obsolescence of equipment is followed by constantly grow- 
ing losses of possible patronage due to inefficiency. A falling 
off in business is followed at once with a withdrawal of cars, 
which causes a still further reduction in patronage. Next 
comes the cutting down of the expense of cleaning, of inspection 
and of repair, and more cars break down and drop out of ser- 
vice, general dissatisfaction takes the place of pride, and the 
riding habit of the community is reduced to the demands of 
actual necessity. Thus if something is not done to check the 
cumulative results of these serious defects, the usefulness of 


‘the railway as a public utility will rapidly diminish. 


“The problem then is to get the railway company to develop 
and disclose a consistent, comprehensive and continuous pro- 
gram, which when :carried out, will accomplish the following 
results : 

“tT. Rehabilitate the physical property. 

“2. Secure new capital for improvements. 

“3. Provide for depreciation. 

“4. Re-route the.entire system. 

‘“s_ Provide adequate service. 

“If a comprehensive program is not worked out and adhered 
to, the traction situation in Pittsburgh may be expected to 
develop along any of the following lines: 


“tT, Depreciation of property will continue, 


and, as this in- 
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fluence, if unchecked, works at a constantly increasing rate, 
much of the track and many of the cars will soon reach a 
state of disrepair, which will first be uncomfortable, then dan- 
gerous and finally entirely inoperative. 

“2. Lack of equipment and neglect of maintenance will mean 
poor service, which will not only be the subject of just public 
complaint, but will fail to secure the increase in business, 
which well maintained cars giving adequate service is sure 
to develop. 

“3. Co-operation between the city and the company cannot 
be expected under those circumstances. Re-routing which could 
be arranged for the benefit of all concerned will not be 
worked out. Eventually, either through the efforts of the city 
in maintaining its rights or through the attempt of the holders 
of underlying securities to protect their ‘guaranteed dividends,’ 
the system will be broken up into many of its original con- 
stituent parts. This means a period of poor service and of 
unsatisfactory operation, a long drawn out legal battle, a reduc- 
tion of securities and eventually a reorganization along lines 
which cannot be far from those suggested in the above pro- 
gram. 

CO-OPERATION AND PUBLICITY 

“The question for the city and for the company to decide 
at the present time is, whether the struggle is worth while, Co- 
operation in the planning, building and operation of the system, 
publicity of plans and results and a fair division of the burdens 
and the benefits of operation, would appear to be the best plan 
One city—one system and adequate service is the object which 
should be worked for by all those charged with the responsibility 
of making decisions. 


+0:@-e- 
AIR BRAKE INSTRUCTION IN PORTLAND 


Motormen in the employ of the Portland Railway, Light & 
Power Company, Portland, Ore., formerly applied voluntarily 
to W. W. Abbott of the company for instruction in braking. 
It was decided a few months ago, however, to make*instruc- 
tion imperative, and all motormen are now required to receive 
instruction at the time most convenient for them. For the 
benefit of those who work during the day, Mr. Abbott conducts 
a class between 7 p. m. and 9 p. m. A class composed of men 
employed at night is conducted from Io a. m. to 12 noon. Two 
days a week are set for this, generally Monday and Thursday. 

Mr. Abbott has installed in the shops a set of the A M and M 
air brake equipment including apparatus used on a trailer so 
that it can be handled and inspected. The air used in oper- 
ating the instruction set is applied by a motor-driven com- 
pressor somewhat larger than that used on motor cars. Brake 
rigging is not used and the piston in the brake cylinder is al- 
lowed to force itself against blocks of wood cut in sizes suit- 
able to show the various stages of piston travel. 

Mr. Abbott first follows the course taken by the air and 
explains the various parts in detail and describes their use. 
He then discusses the pressure and illustrates the proper meth- 
od of applying the brakes. He also shows the various parts of 
the brake valve, triple valve, feed valve and pump governor 
dissembled and explains the functions of the parts. 

The men are finally shown how to cut out a brake and how 
to locate trouble. Particular stress is laid on the handling of 
the brake valve while using single cars or cars in trains, and 
comparisons are made between the two. Economy in using air 
and sand is also discussed and the best method of handling 
cars on slippery tracks is thoroughly explained. The differences 
between the automatic and straight air brake are considered 
with the particular end in mind of preventing confusion be- 
tween the graduated and the straight air release. The names 
of those in attendance at the meetings are taken and questions © 
prepared by the instructor are asked regarding the parts, étc. 
Those who answer a reasonable percentage of the questions 
are considered to have passed. The company has sought to pre- 
sent the matter to the men as attractively as possible and the 
subject is kept constantly before them by notices and advices 
regarding the sessions which are issued by the inspectors. 
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MR. SHAW ON LONDON TRAFFIC 


James F. Shaw, president of the American Street & Interur- 
ban Railway Association, returned to the United States last 
week after a business trip to London which lasted about six 
weeks. Mr. Shaw, before sailing for London, intended to 
visit a number of cities on the Continent but his time was so 
much occupied by business affairs in London that he was able 


to make only a short trip of four days to Paris. While in Lon- 


don, he had an opportunity of going over the London under- 
ground system with Albert H. Stanley, general manager of 
the company. He also met A. L. C. Fell, chief officer of 
the London County Council Tramways and was much inter- 
ested in the engineering work which Mr. Fell is doing on the 
largest municipal tramway system in the world. In talking 
with a representative of this paper about his impressions of the 
electric railways in London’ and Paris, Mr. Shaw said that, so 
far as his limited observations went, he believed that the travel- 
ling public in the cities of the United States got more for 
their money from the street railway companies than the trav- 
elling public on the other side. The cars and service were 
superior and the length of ride was greater for an equivalent 
fare. The tramway track in the streets of London is particu- 
larly fine, and in Mr: Shaw’s opinion, it-is superior to any track 
in this country. 

Speaking of the work which Mr. Stanley is doing in traffic 
development on the London Underground Electric Railways, 
Mr, Shaw said that the earnings on this system were now 
good and that the company was enjoying an increased traf- 
fic and he believed that the system had a very bright future. 
The problem in London and in Paris also was not simply to 
provide cars enough to carry all the people who wanted to 
ride, but to provide service which would attract the travelling 
public away from patronizing cabs and motor busses. Mr. 
Shaw said that none of the underground roads abroad ap- 
proached the New York subway in density of traffic or extent 
of service. 

While in London, Mr. Shaw had the opportunity of meeting 
A. DeTurckheim, secretary of the Tramways & Light Railways 
Association. Mr. Shaw was interested to learn that this asso- 
ciation had been discussing at its meetings many of the same 
questions which were before the American Association and 
made arrangements with Mr. DeTurckheim to exchange copies 
of the papers and discussions of the two associations in the 
future. The Tramways & Light Railways Association is a 
much smaller body than the American Association and in fact 
none of the European organizations of electric railway officers 
can compare in size or work done with the American Street & 
Interurban Railway Association. All of the electric railway 
officers whom Mr. Shaw met abroad were interested in the 
work which is being done by the American Association and while 
it is doubtful whether any of them will be able to attend this 
year’s convention, it is hoped that their interest in the affairs 
of the association can be maintained and that they can be pre- 
vailed upon to attend some of the conventions in the future. 

o--0 


BERNE INTERNATIONAL RAILWAY CONGRESS 


The International Railway Congress, which has been holding 
a convention at Berne, Switzerland, adjourned July 16. The 
congress meets every five years. In 1900 it met in Washington 
and at the Berne meeting voted to meet in Berlin in rors. 

‘Franklin K. Lane, a member of the American Interstate Com- 
merce Commission, and W. F. Allen, the general secretary of 
the American Railway Association, were elected members of 
the Permanent International Commission... George W. Stevens, 
president of the Chesapeake & Ohio Railway Company, and a 
member of the same commission, was re-elected. 

pee Se eS 

The club house equipped for the employees of the Portland 
Railway, Light & Power Company, Portland, Ore., at the com- 
pany’s grounds at the golf links in Portland, has been formally 
turned over to the employees by the company. 
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MEETING OF EQUIPMENT COMMITTEE, A. S. &1. RE. 
ASSOCIATION 


The committee on equipment of the American Street & Inter- 
urban Railway Engineering Association held an all-day meeting 
on July 18 at the Hotel Westminster. Boston, for the purpose 
of considering a number of matters referred to it for report 
to the convention of 1910. Present at the meeting were John 
Lindall, chairman; Boston, and Milan V. Ayres, South Framing- 
ham, Mass., of the committee, and John W. Corning, secretary- 
treasurer of the A. S. & I. R. Engineering Association. E. H 
Anderson, General Electric Company, Schenectady, was also in 
attendance. The other members of the committee were unable 
to be present, but it was decided to consider the various topics 
assigned and advise the absent members as to the action of the 
session. 

The question of a gage for mounting wheels was first con- 
sidered. The importance of securing a gage which will fit any 
wheel was emphasized, and the committee determined that it 
would be advisable to cut off the back part of the gage in order 
to escape the limitations of flange shape on the outside of the 
wheel. 

Taking up the question of a standard taper for pinions the 
committee considered that a standard would facilitate order- 
ing this equipment from the manufacturers, and in view of the 
absence of opposition to the establishment of a standard from 
the manufacturers it was decided advisable to recommend the 
taper of 114 in. in diameter per foot. : 

“Gears and Pinions” was the next topic. A protracted dis- 
cussion was held, and the committee came to the conclusion 
that it would invite suggestions from the manufacturers re- 
garding the allowable limits of wear and kinds of material 
desirable. The general opinion of the meeting was that the 
present is not a good time to attempt to standardize ratios and 
gear designs in detail. 

“Specifications for Wrought Iron Bars” was then considered. 
The committee recommended that the specifications of- the 
International Association for Testing Materials for purchasing 
wrought iron be adopted as printed in Bulletin 24 under date of 
Aug. 12, 1901, with the change that the iron shall be inspected 
at the shop where it is used, and that if it fails to meet the re- 
quirements will be rejected and returned at the expense of the 
manufacturer. 

A report on “Rolled Steel Wheels of Light Design for One 
Wear” was submitted by letter to the committee by one of its © 
members, H,. A. Benedict, Albany. The report stated that all 
wheel manufacturers agree that a wheel having a rim less than 
214 in. thick is impracticable of construction at the present 
time. Mr. Benedict stated that he will make a test of the com- 
parative power consumption of a car equipped with wheels 
weighing 650 lb. each and a car having wheels of 550 lb. weight. 
Mr. Anderson stated that the additional cost of power would 
be at least $40 per year with wheels too Ib. heavier. The com- 
mittee decided to prepare figures upon the cost of purchasing 
and operating wheels of light design for presentation in its 
report and took the general question of one-wear wheels and 
the weight of wheels under further advisement. _ 

The committee then took up the question of “Proposed 
Standards for Rolled Steel Wheels,” with special consideration 
of reductions in the weight of the web and rim, but decided to 
withhoid its conclusions in the absence of representatives of 
interurban systems. Action was also postponed upon the ques- 
tion of two-motor ys. four-motor equipments. 

The committee considered at length an exhaustive report by 
M. V. Ayres with addenda by Chairman Lindall on “Methods 
of Reducing Weights of Cars, with Due Consideration of the 
Strength of Parts.” The-report discussed the principles and 
practice of car framing design, and considered the question of 
units of comparison, with possible sources of reduced weight, 
notably in the use of forced motor ventilation, use of fire- 
proof insulation in motors, and in the construction of single- 
ended cars. It was decided to submit the report as it stands 
for the consideration of the convention. 
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THE RELATIONS OF THE CLAIM AND OTHER DEPART- 
MENTS OF A STREET RAILWAY 


BY EDMOND O'CALLAGHAN, CLAIM AGENT, BOSTON & NORTHERN 
/ STREET RAILWAY COMPANY 

' The exact relations and limitations of the various depart- 

ments of a street railway are seldom guided or clearly de- 

fined by any established policy. Each general manager has 

views of his own, and to a certain extent the loca] conditions 


make such a course advisable. However, as a general propo- 
sition the duties and limits of cach ought to be clearly de- 
fined to prevent any friction or misunderstanding. For in- 


‘stance, even a slight discord in the relations of the operating, 


claim, and legal departments should be guarded against and 
complete harmony secured. It is often difficult to accomplish 
this without clearly defined lines, showing where the author- 
ity of one ends and the other begins. 

This condition should not be left to work itself out as 
chance, personal influence or the superior ability of the head 
of a certain department may direct it, because what may work 
satisfactorily to-day may be very harmful to-morrow. Divided 
Or uncertain authority is always a handicap. Assuming that 
the three heads of the departments named are on the friendliest 
terms and that the general manager has perfect confidence 
in all of them, conditions and situations are sure to arise where 
the absence of co-operation invariably increases the expense. 
An understood limitation of functions is even more necessary 
in those cases where each superintendent is pulling for himself. 

The exact status of the claim agent is often very uncer- 
tain, and there are probably no two roads in the country 
where he exercises like authority. The claim agent has a very 
important and exacting position. He is the outer guard or 
sentinel for his company. The success or failure of any claim, 
however high it may be carried, depends in a great measure 
on his ability properly to gage its importance at the outset. 


He should enjoy the unlimited confidence of his associates 
afid superiors so that he will have no difficulty in securing 
a fairly accurate knowledge of the liability in any case, no 


matter how, or in what department it occurs. This does not 
necessarily imply that he is any brighter or even as bright 
as the superintendent of the department concerned. Never- 
theless, from constant investigation of all kinds of .accidents 
and claims, and the weighing, testing and outcome of evi- 
dence given in court, he naturally is in a position to give good 
off-hand opinions of the proper course to be pursued. 

Many times he can forestall accidents by suggestions based 
on his observations of certain conditions which could con- 
tribute largely to accidents, He should be encouraged to give 
such reports without arousing any jealousy. In other words, 
teamwork is as helpful and necessary in railroading as in base- 
ball and should be encouraged and developed. 

The claim agent knows his district and is more or less 
in touch with its men in political, civic and professional life. 
He knows just what bearing a settlement in any particular 
case will have on the affairs of the company. His authority 
under the general manager, should be absolute. He should 
have full charge of all claims during all stages until final 
disposition by adjustment, verdict, or decision. No settlement 
should be made at any stage without his approval. . 

The claim agent knows every particle of evidence in the 
case and often is familiar with something of importance which 
does not and cannot appear in any of the records. ye may 
be aptly described as the “bogy man or nightmare of the 
shyster. Any policy that eliminates him. as a direct factor in 
negotiations for settlement is his “rabbit's foot, for if the 
shyster can avoid the claim agent by entering sult and ae 
dealing directly with the trial attorney or legal department, he 
may often get by with a worthless case. At the same time 
he will do what counts for more in his business than the set- 
tlement of a few cases for he is discrediting the claim agent 


i y i his run- 
ic. This is éxactly what his doctor, 
before the public i eee Ti, 
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the public believe that the only way to secure justice or even 
recognition is through the attorney. 

Such settlements are an added expense to the company and 
to the claimant because the compensation which should pass 
from the claim agent directly to those entitled to it is diverted 
to illegitimate channels, namely, the shyster attorneys, the 
disreputable doctors, and a host of runners, all of whom are 
a positive menace to society. 

No doubt there are many reasons which may be advanced 
in opposition to the foregoing: statements, but any exper- 
ienced claim agent should be able easily and readily to refute 
them, not alone with logic: but with what is most convincing 
and conclusive, facts and figures. 


— +o--e 


ROADWAY DEPARTMENT INSTRUCTIONS OF THE PHIL- 
ADELPHIA RAPID TRANSIT COMPANY 


It will be recalled that Martin Schreiber’s article in the June 
18 issue on “Some Suggestions for Economical Track Main- 
tenance and Construction” contained several references to the 
keeping of accurate and complete’ records, standardizing track- 
work, ete. In connection with this subject, George B. Taylor, 
who is now engineer of way, Philadelphia Rapid Transit Com- 
pany, has courteously furnished this paper with that company’s 
roadway department instruction book, the contents of which 
are summarized in the following paragraphs: 

The first chapter of the book relates to survey instructions, 
the engineer being reminded that it is better to make a few 
more measurements while on the ground than have to go out 
again for additional information at some later date. The loca- 
tion of all obstructions, such as poles, letter boxes, hitching 
posts, manholes, drains, etc., must be indicated on the sketch. 
The location of rail joints is also indicated as well as the 
condition of rails, special work and paving. 

The second chapter explains the classification of drawings 
used by the maintenance of way department. Drawings are di- 
vided into six classes, as follows: Special work working 
drawings, which include all drawings of special work haying a 
definite location and all necessary information for building 
and laying the same; city plans, subdivided into those relating 
to track location and conduit work, respectively; detail draw- 
ings, including special work, having no definite location; all 
detail track construction and drawings of tools and appliances 
used or originated in this department; standard drawings, in- 
cluding tools and appliances which have been adopted as stan- 
dard; maps, drawings and tables. 

Other paragraphs explain how working drawings of special 
work should be prepared, covering such details as the size of 
the sheet, the position of the north point, scale, survey data, 
computation, point of accuracy, designation of lines, data to be 
computed, marking of connecting rails, rail section to be used, 
arms of different rail sections, joints, drilling, punching, gen- 
eral data, titles and indexes. Similarly, details are furnished 
regarding the make-up of city plans, both for track location 
and conduit work, detail drawings and standard drawings. 
The final chapter relates to full instructions regarding the com- 
pleting and checking of changes of drawings. This instruction 
book is bound in durable cloth. 
z oe 
The Allgemeine Elektricitats Gesellschaft has received an 


‘order for the electrical equipment of the Rjukan Railway, Nor- 


way, the principal business of which will be to carry artificial 
saltpeter made at Saaheim. The line will consist of 16-km 
(to miles) and 30-km (18.6 miles) sections respectively built 
on opposite sides of Lake Tinos and joined by a ferry. The 
overhead trolley potential will be single phase at 10,000 volts, 
15 cycles transmitted from three-phase hydroelectric stations 
at Saaheim and Svolgfés. The first power station will have 
two 400 kva units and the second three units of the same size. 
The initial equipment will consist of three locomotives carrying | 
four 25-hp motors and two locomotives carrying two 125-hp 
motors. ; 
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BINS FOR SUBMERGED COAL STORAGE AT MINNEAPOLIS 


The Twin City Rapid Transit Company has just completed 
the construction of a group of four coal bins which will per- 
mit the storage under water of 12,000 tons of coal. These bins 
are located 50 ft. distance from the boiler house of the main 
steam station of the company. The accompanying drawings 
show the principal construction features of the new coal bins. 
At Minneapolis it is possible to get an ample supply of screen- 
ings from December to April, but in the summer the supply 
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shaped bins with reinforced cencrete walls and a reinforced 
concrete floor. The four bins are not interconnected. Each 
is watertight and is provided with intakes so that it may be 
filled from the bottom. At the center of the group of four 
bins is a hopper leading to a coal crusher from which the fuel 
is carried into the boiler house by a belt conveyor and there 
dumped onto the distributing conveyor which delivers it to 
the bunkers. Each of the two long sides of the storage bins 


is surmounted by a railway track supported on steel and con- 
crete bents. 


Coal is received in hopper-bottom cars and 
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is interrupted and therefore coal must be stored in the winter 
for summer use. With the new storage arrangement and pro- 
vision for submerging the fuel it will be possible to accumu- 
late enough screenings during the winter to run the plant in 
the summer. In this connection it should be noted that the 
steam generating station of the Twin City Rapid Transit Com- 
pany operates in parallel with two nearby water-power stations 
which can carry a considerable part of the load during the 
summer. 

Briefly, the new coal-storage plant comprises rectangular- 
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and Coal Storage Bin at Steam Station 


dumped directly into the storage bins. A derrick car with a 
grab bucket also operated on these railway tracks is used to 
lift the coal from the bins into the central hopper leading to 
the crusher and the boiler-house conveyors. The tracks on 
which the derrick car operates are about 20 ft. above the floor 
level of the bins. 

Referring to the drawings it is noted that the four bins are 
formed by cross walls which subdivide a concrete structure 
213 ft. long by 104 ft. wide. The center partition walls are 14 
ft. high. Each of the four bins is a water-tight structure with 


avoiding the creation of sharp edges w 


f . 
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24 in. on centers in both directions. The outside walls also 
are 12-in. thick and are reinforced by %-in. and %-in. rods 
spaced 16-in. apart horizontally and from 6 in. to 12 in. apart 
vertically. The side walls have a batter of 6 in. to the foot 
and are supported at the back by a series of reinforced con- 
crete buttresses spaced 6 ft. and 7 ft. 6 in. on centers. The 


center division walls have reinforced concrete foundations 12 


ft wide. The division walls are 11 ft. high above the founda- 
tion reinforced longitudinally and vertically with ™%4-in. rods. 
The coal tracks above one side wall are supported by a struc- 
tural steel trestle encased in concrete. The track on the other 
side is supported by concrete girders 12 in. x 36 in. in section 
heavily reinforced and spanning the buttresses and bents which 
brace the side wall. The track structure is the ordinary rail- 
way timber-deck type wih a 2-ft. walkway on one side. 

The piping system for flooding the tanks is fed from the 
power house through a main which branches to terminate in 
a valve under gratings in each of the four bins. The pipe 
mains are carried in the concrete tunnel through which the 
coal-conveying belt operates. The central hopper leading to 
the coal crusher and the conveyor which carries the coal to 
the power plant is about 12 ft. square. Leading to this hopper 
are extension slides with extreme dimensions of 80 ft. x 12 ft. 
These slides are made of steel plate supported on concrete and 
steel columns. The hopper with its slides is protected from 
the coal by reinforced concrete walls connected with the cen- 
tral division walls. This hopper is so placed that coal can 
readily be dropped into it from the grab bucket operated by 
the locomotive crane on the trestle tracks along the sides of 
the coal bins. 


Experience has shown that coa! can be protected from spon- 
taneous combustion without total submersion. When the bins 
are completely filled and water is forced into the bottom it is 


noted that the moisture climbs practically to the tops of the 
coal piles by capillary attraction. 
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RICHMOND BELL AND REGISTER FIXTURE 


The accompanying drawing shows a rather interesting cast- 
brass bell cord and register rod fixture installed in many of the 
cars operated by the Virginia Railway & Power Company, 
Richmond, Va. This arrangement is built for installation along 
the center line of the car and has a wide opening at the top to 
clear the iignting fixtures. The most interesting points about 
this bell and register fixture, however, are the bell-cord hole 


DETAIL OF CORE 


‘Register Rod and Bell Cord Bracket 


and the spacing between the cord and register rod. It will be 


observed that the hole for the bell cord is beveled, thereby 
hich would soon cut 


of a space of 1% in. between the 
e to the fact that when a 
nductors could not operate 
against the rod. 


into the rope. The provision 
bell-cord and register rod was du 
smaller clearance was used, the co 
the bell rope without bruising their knuckles 
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- a floor slab 12 in. thick reinforced with 14-in, square rods laid 


CIRCULAR LETTER ON TARIFF CONSTRUCTION IN THE 
STATE OF NEW YORK 


The following self-explanatory letter has been sent to all 
street and interurban railway companies operating in New 
York State by the traffic committee appointed at the Coopers- 
town meeting of the Street Railway Association of the State 
of New York. 

TO ALL INTERURBAN AND STREET RAILWAY CORPORATIONS IN NEW 
YORK STATE: 

“At a meeting of the New York State Street Railway As- 
sociation held at Cooperstown, N. Y., on June 28 and 29, 1910, 
a traffic’ committee was appointed to. consider matters relat- 
ing to transportation of passengers and property with a view 
of securing more uniform regulations relative thereto, and 
also to take up the question with the Public Service Commis- 
sion having supervision over matters of tariff construction in 
order to secure a greater degree of uniformity in the construc- 
tion and the expression of the matter contained in tariffs, 
and, if practicable, the adoption of specific forms covering the 
various kinds of tariffs required to be issued, which would be 
of great assistance to carriers when issuing tariffs. 

“After its appointment the committee perfected its organiza- 
tion, and as a representative of the division of tariffs of the 
Public Service Commission, Second District, was in attendance 
at the convention, he was invited to a conference with this 
committee. At this conference it developed that the commis- 
sion was considering the schedules now on file with it by in- 
terurban and street railway carriers with the view of per- 
fecting methods along the same lines as this committee is em- 
powered to act. Important features in relation to tariff con- 
struction were called to the attention of this committee, and 
it was pointed out wherein present tariffs could be greatly im- 
proved. 

“The committee regrets that it was not possible for all mem- 
bers of the association and others to have heard this discus- 
sion with the representative of the commission, as it feels sure 
that it would have been of great benefit. 

“The appointment of this committee has been due to the 
fact that during the past three years the attention of numer- — 
ous carriers has been called by the commission, upon com- 
plaints received by it, to various matters relating to their rates 
and charges which upon consideration by the carriers involved 
resulted in various voluntary changes. In a few instances 
changes in carriers’ tariffs have been made necessary through 
opinions rendered by the commission upon cases after hear- 
ings were held, and it was thought wise on the part of this 
association to enter upon a full consideration and endeavor to 
work out a more perfect understanding as between themselves 
and the regulations of the law and the commission’s tariff 
regulations. 

“Tn undertaking this work the committee is assured of cor- 
dial co-operation on the part of the commission. This move- 
ment had the unanimous support of all members of the asso- 
ciation who were in attendance at the convention, and indi- 
vidual members of the committee were advised prior to the 
convention of support to such a movement, which would be 
given on the part of other members who could not be pres- 
ent. Therefore it has practically the unanimous support of all 
members. : 

“Tt is the intention of the committee, immediately upon re- 
ceipt of answers to this circular, to arrange for a conference 
of all carriers with the Public Service Commission, Second 
District, which conference will be called as soon thereafter as 
will meet the convenience of the commission, and at which 
time the committee will be prepared to submit tentative mat- 
ter for consideration. 

“The object of this circular is to ascertain your views and 
to solicit your co-operation.” 


(Signed) 


J. M. CAMPBELL, Chairman, 
Buffalo, Lockport and Rochester Railway. 
Rochester, N. Y. 
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DECISIONS IN INTERSTATE CLASSIFICATION OF 
ACCOUNTS . 


Accounting Bulletin’ No. 5, issued by the Interstate Com- 
merce Commission, gives the decisions upon questions raised 
under classifications of accounts prescribed by the commission 
for electric railways. This bulletin. supersedes a previous one 
issued on Aug. 16, 1909. The earlier bulletin contained de- 
cisions upon 58 questions. The new bulletin republishes the 
decisions upon those questions except in one instance, Case No. 
33, to which an amended answer is given, and gives additional 
queries, making a total of 185. 

Prof. Henry C. Adams, in charge of statistics and accounts, 
in an introductory letter to Bulletin No. 5, says: 

“Accounting Bulletin No. 5 contains a file of important 
cases relating to the classifications for electric railways that 
were submitted before March 1, 1910. 

“As a matter of information it may be proper to state that 
the answers to questions recorded in this bulletin have re- 
ceived the approval of the committee on standard classification 
of- accounts of the American Street & Interurban Railway Ac- 
countants’ Association.” 

Some of the queries and decisions follow: 

CASE 33 (AMENDED), WORK CARS 

Query. To what account or accounts should be credited 
charges made against operation and construction accounts for 
electricity furnished by an electric railway company for the 
usé of its shop motors, car-house lighting, running of con- 
struction cars engaged in coma, service, such as building 
new tracks, etc.? 

Answer. The classification of operating expenses of electric 
railways does not require a segregation of the cost of power 
to shops, car houses, etc. The last paragraph on page 7 of the 
classification provides, that any carrier may “keep any tem- 
porary or experimental accounts, the purpose of which is to 
develop the efficiency of operations: Provided, however, That 
such temporary or experimental accounts shall not impair the 
integrity of any general or primary account hereby prescribed; 
and that any such temporary or experimental accounts shall be 
open to inspection by the commission.” It is therefore per- 
missible for any carrier to ascertain for its own information 
the cost of power used at shops or car houses. 

The classification of operating expenses of electric railways 
does not contemplate that any distribution shall be made to 
maintenance accounts for electricity furnished by an electric 
railway for the use of its shop motors, car-house lighting, or 
running of work cars engaged in maintenance. 

The actual cost of operating work cars for construction pur- 
poses, such as building new tracks, etc., is properly chargeable 
to construction accounts, and proper credit may be given to 
revenue account No. 9, “miscellaneous transportation revenue.” 

CASE 60, WIDENING STREETS 

Query. A company is required by its franchise to widen one 
of the streets upon which it operates, and pay all expenses of 
excavating, moving back and resetting curbs, constructing new 
catch-basins with sewer connections, adjusting all sidewalks 
and cross walks disturbed, readjusting all pole lines, hydrants, 
etc., owned by other corporations, and laying a new asphalt 
pavement between brick-paved railroad strip and the curbs. 
Would it be proper to consider this as an incidental cost of the 
road itself and chargeable to account No. 2, “right of way,” or 
should the cost be charged to account No. 44, “miscellaneous?” 

Answer. The cost should be charged to account No. 2, “right 
of way,” except cost of paving, which should be charged to 
account No. 10, “paving.” 

CASE 65, STRUCTURES FOR SUPPORTING OVERHEAD CONSTRUCTION 

Query. In account No. 19, “poles and fixtures,” in the classi- 
fication of expenditures for road and equipment of electric 
railways is the statement, “To this account should be charged 
the cost of * * *, brackets and other pole fixtures, * * *, 
also structures for supporting the overhead electric construc- 
tion.” In account No. 22, “distribution system,” in the same 
classification is the statement, “To this account should be 
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charged cost of material used and labor expended in construct- 
ing distribution system, including * * *, overhead trolley 
lines, including cost of trolley, guard, span, strain, supple- 
mentary, and other wires.” Since brackets used for support- 
ing trolley wires are- analogous to span wires, should not the 
cost of such brackets be charged to account No. 22, “distribu- 
tion system?” 

Answer. Brackets used for supporting:trolley wires are dis- 
tinctly pole fixtures and should be charged to account No. 19, 
“poles and fixtures.” — 

Possibly there has been some misunderstanding as to the 
meaning of “structures for supporting the overhead electric 
construction” in account No. 19. This is intended to cover 
such structures as steel catenary bridges which are used by 
some railways ‘to carry the double-track overhead lines and 
which have two side towers and a connecting truss built of 
light angles and channels. 

CASE 66, ELECTRIC LOCOMOTIVE 

Query. Our master mechanic asks that we define the term 
“electric locomotive” as used in the classification of operating 
expenses of electric railways, his desire being to know whether 
the build of the machine or the use to which it is put governs. 
We have a machine with standard express car body, but with 
low speed, high-power motor equipment, which is used in 
handling ballast cars, flat cars, etc., in maintenance work, 
and sometimes in hauling such freight as lumber, wood, etc., 
in car lots. 

Answer, In defining the term “electric locomotive” the build 
of the machine, rather than the use to which it is put, should 
govern. If it is so arranged that it can carry freight or pas- 
sengers within itself, it should be considered a car. 


This distinction seems necessary, as it frequently happens | 


that regular passenger cars, freight cars, or work cars are used 
to haul other cars and to treat them as locomotives, when so 
used, would undoubtedly lead to confusion, 
CASE 75, PREMIUMS FOR GUARANTY BONDS 

Query, Please advise if premiums paid to guaranty com- 
panies for bonds furnished municipalities in accordance with 
franchises granted for the privilege of constructing and oper- 
ating railroads on the streets should be charged to account No. 
83, “insurance,” in the classification of operating expenses of 
electric railways. The bonds referred to are given for the 
faithful performance of all the terms of the franchise, includ- 
ing the construction of the line, the payment of a percentage of 
the gross receipts, and in some instances the maintenance and 


operation. The bonds are continuous and run during the life 
of the franchise. 
Answer. Such payments should be charged to account No 


44, “miscellaneous,” in the classification of expenditures for 
road and equipment of electric railways, when the payments 
are incurred in connection with construction work; and to ac- 
count No. 79, “miscellaneous general expenses,” in the classifi- 
cation of operating expenses of electric railways, when the pay- 
ments are incurred in connection with operation. 

CASE 77, DESTINATION SIGNS 

Query, This company uses large numbers of portable iron 
signs, which are hooked on the front of the cars to indicate 
their destination. They are in nawise permanent fixtures of 
the cars, but are used on different cars as occasion requires. 
On some of our new cars we have adjustable signs which con- 
sist of rolls with various destinations painted thereon and are 
attached to the cars themselves. To which accounts should 
the cost of these signs be charged? 

Answer. The portable signs should be chiatged to account No. 
63, “miscellaneous car-service expenses,” and the adjustable 
signs attached to the cars to account No. 32, “passenger and 
combination cars.” 

CASE 79, WAGES AND REPAIR ACCOUNTS 

Query. Should the wages of engineers and other employees 
engaged in operating power stations and substations be charged 
to repair accounts when engaged in making minor repairs dur- 
ing their regular hours? 

Answer. It is not intended that any portion of the wages of 
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engineers and other employees engaged in station operation 
should be charged to repair accounts when they are engaged 
incidentally during their regular shifts in making 
pairs. 

As a general rule, it is not necessary to distribute the wages 
of a regular employee to the several accounts affected if part 
of his time is devoted only incidentally to repair work, If, 
however, he is required to devote a considerable part of his 
time to such repairs, his wages should be apportioned to the 
proper accounts in accordance with the work performed. 

CASE 84, CHARGES FOR WORK-CAR SERVICE 
Query. Since commencing operation we have adopted the 
policy, in connection with our work-car service, of charging 
our several departments with the use of work cars at the rate 


minor re- 


; Of 65 cents per car-hour. This has been done for the reason 
that we have had to do considerable hauling for the contractors 
| who built the road. We have also charged each department 
_ im order that the department head would have it brought more 

forcibly to his attention that it was thie desire of the manage- 


ment that the work cars be used as little as possible. This 
charge of 65 cents per hour has been credited—so cents to “pur- 
chased power” and 15 cents to “miscellaneous revenue,” which 
division is based upon an estimate of the amount of power 
used and the amount necessary to compe: 
loss through wear and tear, etc. Is 

Answer. No charge should be made against maintenance or 
other operating accounts for the use of In the 
Case of cars used on construction work by the company itself, 
if charge is made against construction accounts it should be as 
near actual cost as possible, and credit should be given to reve- 
nue account No. 9, “miscellaneous revenue,” 
When a charge is made against a contractor for use of equip- 
ment, credit should be given to account No. 9. Wages of con- 
ductors, motormen, and other employees engaged in this service 
should be charged to account No. 62, “miscellaneous car-service 
employees.” 

CASE 109, RESERVE FOR LOSS AND DAM 
Query. Is there any objection to the creation of a reserve 
fund to take care of settlements of loss and damage claims filed 

‘by shippers of freight? The intention is to make charges of an 
arbitrary amount so as to take care of claims of this nature dur- 
ing the period within which the damage is done, 

Answer. There is no objection {0 including in operating ex- 
penses each month a proportion of the total amount which it is 
estimated will bé necessary to expend on account of loss and 
damage claims, provided that the charges are adjusted annually 
so far as practicable. 

CASE IIO, MOVING POLES OF ANOTHER COMPANY 
; Query. To what account should be charged the expense of 


isate the company for 
this correct? 


work cars. 


ransportation 


AGE CLAIMS 


moving the poles of another company which were located\ closer 
| to our tracks than we deemed safe, and which we moved back 
) to give proper clearance? When the line was originally con- 
¢ . 


structed the location was presumably all right, but in the 


course of time, in consequence of operating larger cars and at 
4 an increased speed, the present management did not consider 
| the clearance sufficient. 
Answer. It is proper to charge the cost of this work to ac- 
; count No. 2, “right of way,” in the classification of expendi- 
tures for road and equipment of electric railways, unless the 
amount involved is insignificant. In case it is decided to charge 
the cost to operating expenses, it should be charged to account 
No. 10, “other miscellaneous way expenses.” 
CASE 124, AMOUNT RECEIVED FOR LOSS OF BUSINESS 

Query. A blast, set off by a concern doing work for itself, so 
damaged our high-tension system as to cause 4 good many 
interruptions in the power and consequently our car service was 
somewhat delayed for several hours. ae 

In addition to reimbursing us for the expense of restoring the 
 high-tension system to its original condition, the concern He, 
agreed to pay us a certain sum of money to reimburse us 
the estimated logs suffered from service interruption. : 

To what account shall we credit the amount paid to us for the 


ae ; : ? 
‘estimated loss of the transportation business: 


ELECTRIC RAILWAY JOURNAL. 


i 


189 


Answer, The amount may be credited to account No. 9, “mis- 
cellaneous transportation revenue.’ Strictly speaking, this is 
not a transportation revenue, but as it is paid to replace what is 
conceded to be a transportation revenue, it may be so con- 
sidered, 

CASE 132, CAPITALIZATION OF INSIGNIFICANT AMOUNTS 

Query. Would it be proper to charge to road and equipment 
account No. 8, “special work,” the cost of labor and material 
used in running a wire from a substation to several of our 
sidings for the purpose of turning on electric switch lights at 
said sidings by means of a switch at the substation? 

Answer. No. The cost should be charged to account No. 17, 
“interlocking and other signal apparatus,’ in the classification © 
of expenditures for road and equipment of electric railways. 
However, it is not the intention that carriers should be required 
to capitalize insignificant amounts. 

CASE I52, PAVEMENT REPLACED AFTER REMOVAL OF OBSTRUCTIONS 

Query. To what account should be charged the cost of renew- 
ing a pavement taken up during construction work for the pur- 
pose of removing obstructions such as gas and sewer pipes? 
This paving is more or less removed from the paving described 
as the paving strip extending approximately two feet outside of 
the outside rail and between the rails, and is not maintained 
by the street railway company. 

Answer, The cost of replacing’a pavement taken up for the 
purpose of removing obstructions such as gas and sewer pipe 
should be charged to account No. 10, “paving,” in the classifica- 
tion of expenditures for road and equipment of electric rail- 
ways, whether or not such pavement is outside of the so-called 
paving strip maintained by the company in consequence of 
municipal requirements. 

CASE I7I, INSTALLING FIRE HOSE 

Query. To what account should be charged the cost of in- 
stalling fire hose? 

Answer, The cost of first installation of fire hose should be 
charged to the same account under road and equipment as the 
building in which the hose is installed. It is not intended, how- 
ever, to require carriers to charge insignificant items to road 
and equipment accounts. 


——_——- —0-@-e-_ 
THEATRICAL PERFORMANCES AT UNION PARK, 


The Union Electric Company, Dubuque, Ia., has recently en- 
tered upon a new venture to increase the popularity of Union 
Park, which it owns. It has engaged for its park theater a 
stock cémpany, known as the Park Players, and under the 
management of Charles D. Connolly. This organization recent- 
ly inaugurated its season by presenting the comedy “Facing 
the Music.” The initial performance was well received by an 
audience of more than 2500 people and was also commented 
upon editorially by the local press. Regular performances will 
be given every evening and matinees on Sunday, Thursday and 
Saturday. The theater proper has a seating capacity of 2600 
people. An’‘admission fee of 10 and 20 cents is charged for 
these seats. The south end of the theater is entirely open and 
here the company has built an amphitheater seating 3000 people 
for which no charge is exacted. 

The Union Electric Company has expended a large sum 
during the past year or more in beautifying Union Park, by 
planting additional shrubs and flowers. It has also installed 
several fountains, a concrete wading pool and sand piles for 
the children, swings, playground devices and other pleasure 
producers. All these amusement devices are free to the pa- 
trons of the company. The park also contains a dancing 
pavilion, several refreshment stands and bowling alleys. Gen- 
eral descriptions of this park were printed in the Street Raii- 
way Journal of February 20, 1908, and in the Errcrric Rat- 
WAY JouRNAL of Feb. 27, 1909. 


——_——--@-e-—_____._ 


The summer theater of the Grand Rapids (Mich.) Railway at 
Reed’s Lake, one mile east of Grand Rapids, has been enlarged 
by the addition of a balcony and a roof garden. 


190 


GRANITE CITY REPAIR SHOP ILLINOIS TRACTION 
SYSTEM 


With the completion of the McKinley bridge, which will 
give the Illinois Traction System an entrance into the city of 
St. Louis, additional facilities for shopping cars at the south 
end of this large electric railroad will become necessary. 
Therefore, a new shop building 250 ft. x 60 ft. in ground di- 
mensions has been erected. For the present this building will 
be equipped with facilities for doing the maintenance work on 


Granite City Car Shops of the Illinois Traction System 


the 30 large double-truck pay-as-you-enter cars which will oper- 
ate in suburban service between St. Louis, Mo., and Granite City 
and Venice, Ill. 

The shop is located in Granite City about one mile east of 
the Illinois approach to the McKinley bridge. It is built with 
concrete foundations, floors and pits and a steel superstructure 
with brick walls, except on one side where extension is con- 
templated. The structural steel on this side is covered with 
I-in. x 8-in. siding laid diagonally, protected with No. 22 cor- 
rugated iron. The building encloses two pit tracks, 120 ft. 
long with connecting tunnels, and an open wheel transfer pit 
A space 28 ft. wide and extending the whole length of the 
building will accommodate the necessary shop tools and pro 
vide floor space for repair work. The superstructure of the 
building is designed to accommodate an overhead traveling 
crane with a span of 57 ft. The entire structure has been de- 
signed with a view to making this building suitable 
tion of the larger shop group. which eventually will be neces- 
sary at the south end of the Illinois Traction System. 


0-0 
A NEW SECTION INSULATOR 


The Indianapolis (Ind.) Brass. Company has recently brought 


as one sec- 


out the section insulator shown in the accompanying illustra- 
tion. The insulating body is of specially treated, second- 
growth, split hickory, 2% in. square and 15 in. long. The in- 


sulating runner piece is of renewable lignum vitae, with non- 
arcing metal terminals attached with screws to be easily re- 


Section Insulator 


movable. 
running surface. 

The wire terminals are attached to the insulator body by two 
¥4-in. Norway iron bolts, and one %-in. Norway iron bolt 
passing through the wood body at right angles and securing 
the terminals at the sides. This construction prevents the pos- 
sibility of the wood being split. The terminals are of bronze 
with: a two-screw clamping plate. The renewable clinching 
approaches are firmly bolted to the terminal piece, and tapered 
so as to expose a V-shaped section of the underside of the 
wire to the bearing surface of the trolley wheel. 
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The runner is extra high to insure a smooth under- 
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The jumper. terminals are so cast as to strengthen the’ ter- 


minal piece proper. They have slotted binding screws set on 
top and these are easily accessible in case it is necessary to 
jump the circuit. A substantial hanger boss is firmly riveted 
to the insulating piece and tapped to accommodate standard 
hanger bolts. The complete insulator is 38 in. long, including 
the two end approaches and is designed to meet extra heavy 
strain and high speed service. 


0:0 — 
TESTING CARBON BRUSHES Aes 


The influence of a high-grade carbon brush on motor main- 
tenance costs is now so well appreciated that it may be of in- 
terest to give some particulars of the shop tests on brushes made 
by the Speer Carbon Company, St. Mary’s, Pa. This company 
has recently enlarged its testing laboratory which is in charge 
of Alfred Miillhaupt, Jr., electrical engineer, formerly with 
the General Electric Company. : 

Starting with the raw materials every ingredient is tested 
for chemical composition as some of the raw materials vary 
considerably in the amount of impurities which they contain. 
The physical qualities of carbon brushes also may vary a 
great deal if the conditions under which the various processes 
are carried on are not held constant. Consequently, the com- 
pany’s plant is equipped with instruments and records to de- 
tect all variations. In some cases even hourly readings are 
made so that variations in the physical properties of the finished 
brushes may be traced to the particular man in charge. 


All grades of brushes are tested periodically for’ mechanical 


strength in two ways. The easiest to make and probably most 
important on that account is the cross breaking test. Samples 
2-in, x I-in. x %-in., which may be obtained from any brush, 
give a test of the brush as it is found in practice and are not like 
tests of prepared samples as in cement work. Carbon ‘is 
stronger in compression than in tension, so the values as com- 
puted give breaking strength in tension rather than compres- 
sion. In the second or vibration test the brushes are run for 
six hours in a vibration machine built according to the speci- 
fications of the American Street & Interurban Railway En- 
gineering Association as adopted at the 1908 Atlantic City con- 
vention. 

The coefficients of friction and contact resistance are ob agi 
on a short-circuited commutator on which 12 2-in. x %-in. x 
21%4-in. brushes are run. The commutator is mounted on the 
shaft of a 3-hp shunt-wound motor, the whole being mounted 
on a stiff cast-iron bed plate which is bolted to a concrete 
foundation. One of the brush holders is insulated from the 
rest and the contact resistance is obtained by grooving the 
brush near the face and fastening a wire to get the potential as 
near the face of the brush as possible. 
done on this machine to determine the effects of the tempera- 
ture of the commutator on the coefficient of friction. The ef- 
fect of the humidity of the air is also being noted and results 
will be published shortly by the company, 

A 35-hp motor is being installed for a 
sparking test, in which the brushes will be 
run out of neutral to give a potential of 
from 10 volts to 15 volts between the bars 
to determine the ability of brushes to with- 
stand severe arcing, Glowing tests are 
run on a smooth ring as required’ in’ the 
specifications of the American Street & In- 


terurban Railway Engineering Association. 


6:0 


On July 23 the members of the Albany wee for engineers 
made a trip of inspection of the double tracking of the Albany 
Southern Railroad which is being done by J. G. White & Com- 
pany. The engineers left by special car and went to Electric 
Park, about half way to Hudson. On the trip the special fea- 
tures of the new work was explained by Engineer Luther Dean 
and afterwards the party was entertained at lunch at the Park 
by representatives of the company.” § abe ast Ati 


Much work has been © 


—— 
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A GAS-ELECTRIC EMERGENCY WAGON 


The Union Railway Company, of New York, has just placed 
in service the novel gas-electric emergency truck shown in the 
accompanying illustrations. This wagon will be used on 110 
miles of single track in the Borough of the Bronx for the pull- 
ing in and out of underground cables, drawing aerial cables over 
poles, removing wrecks and heavy trucks, replacing cars on 


‘the track, towing, etc., in addition to serving the usual overhead 


line construction and repair purposes. Perhaps the most ad- 
vantageous feature of this_truck is the nicety of its speed 
regulation, in which respect it is much superior to a horse- 
drawn vehicle. Owing to the exactness of the speed control 
it has been found possible to run the wagon for a stretch of 
150 ft. at a speed slightly less than '4 m.p.h. The specifications 
called for a speed of 20 m.p.h. on level paved streets, but in 
service the wagon actually has attained a maximum of 27 1/16 
m.p-h, with 190 volts on the motors and maintained an average 
of 1834 m.p.h. at 150 volts. The weight of the truck is about 
10,000 Ib., and its carrying capacity 344 tons. It will haul a 
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between the two pinions regardless of unequal wear. In this 
truck each of the four wheels contains a 3-hp couple-action 
motor, with an overload capacity of 200 per cent for two 
minutes. 

The chassis is constructed of steel with deep channel side 
members and with all intersections between the side and cross- 
members braced with triangular gusset plates. The four 
springs are of semi-elliptic type made of an alloy steel with 
flake graphite placed between the leaves. Spring brackets are 
attached to the main frame and springs with means provided 
for lubrication. Auxiliary coil springs are also placed at all 
springs to limit the compression. The wheels are constructed 
of dished steel plates with steel tire channels and crucible-steel 
hub castings, the whole being designed to take 36-in. rub- 
ber tires. The hubs are furnished with roller bearings and 
ball-end thrust collars. The outside disk of each wheel is pro- 
vided with two closely fitting removable hand-hole covers. 

The body of the truck is constructed with a standard re- 
movable Trenton tower, which, when extended, is 19 ft. 4 in. 
high and when lowered 11 ft. in the clear. The tower platform 
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FAIL WAY 


Gas-Electric Emergency Wagon for the Union Railway Company, New York 


loaded wagon weighing 10 tons when one wheel of the latter 
has been removed and the axle placed upon a skid. 

The truck was furnished by the Couple-Gear Company, New 
York, and includes a novel system of transmission called the 
couple gear and designed by the Couple-Gear Freight Wheel 
Company, Grand Rapids, Mich. Power is applied to both 
sides of every wheel without countershafts by a 
single motor carrying two pinions which pull up on one side 
of the wheel and down on the other. The motor is fixed 
at a slight angle, which enables each pinion to engage its re- 


using 


‘spective gear and run free of the other. The axle stubs 


on which the wheel turns are integral with the motor cast- 
ings, which are brought together in such a manner as 
to insure perfect bearing alignment. The principle involved 
is the same as that used in winding a watch with the 
thumb and finger except that the motion is continuous. The 
practical application of this couple-action is made possible with 
the couple-gear because the motor is contained inside of the 
wheel or driving member, and is so placed that -the pinions on 
both ends of the motor shaft are permitted to drive from 
their opposite sides. An equalizer divides the force equally 
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is electrically insulated from the remainder of the wagon in all 
positions. The illustration showing the tower in its lowered 
position would make it appear that the inner tower guides are 
touching the paving, but this is not so, as these guides have 9 
in. clearance when the tower is in its lowest position. It has 
been found advisable since the truck has been put in service to 
cut down the panels on the opposite sides of the tower frame 
so that the chauffeur can see what is going on behind him. 
The cover over the engine and the floor between the dash and 
the seat are removable to facilitate the inspection of machinery. 

The engine is of the four-cylinder, four-cycle, water-cooled 
type rated at 40 hp. It was constructed by the Schlosser Manu- 
facturing Company, New York. The carbureter is also of the 
Schlosser design. The ignition is of the dual system having a 
jump spark with Bosch magneto and batteries. The lubrication » 
system embraces a forced-feed oiler with leads to each cylinder 
and to each end of the crankshaft. The base is used as a reser- 
voir for the splash system employed in combination with the 
forced-feed oiler. The generator is so designed that the maxi- 
mum rise in temperature of any part for an hour’s run under 
average operating conditions does not exceed 4o deg. C., and its 
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overload capacity is 200 per cent for two minutes. The gen- 
erator frame is of cast steel with aluminum bearing housings. 
The bearings are of removable plastic bronze, dustproof and 
lubricated by oil reservoirs and rings. The armature shaft is 
turned on one piece of carbon steel and integral with the 
coupling flange. The power plant is placed in the chassis in a 
separate frame on three-point suspension, these points being 
cushioned with heavy rubber. 

The electric control of the motors is through a street railway 
type controller placed in the front of the seat. The electric 
braking feature is incorporated in the motor control, the opera- 
tion consisting of throwing the handle to the reverse: position. 
The steering is accomplished through all four wheels by a large 
hand-wheel with enclosed worm and sector on both axles. The 
braking equipment consists of external band brakes on all four 
wheels, operating in pairs through two pedals. The electric 
brake is used only for emergencies. 

A honeycomb type radiator having 940 sq. in. front surface is 
placed on the front end of the chassis. The capacity of the 
water system is 10 gal. A gasoline tank of 20-gal .capacity is 
placed under the seat. 


2: +e. — —__ 
MEASUREMENT OF INSULATION 


A few years. ago a direct-reading insulation resistance in- 
strument was invented by Sidney Evershed, and under the 
trade name of “The Megger” has been manufactured for sev- 
' eral years in England, and recently introduced in this country 
by James G. Biddle, Philadelphia. 

The “Megger”’ complete and ready for use is illustrated in 


Fig. 1—The “Megger” 


Fig. 1,’where the instrument is shown one-sixth of full size. 
The insulation resistance to be investigated is connected be- 
tween the binding posts, one of which is marked “line” and the 
other “earth,” when the crank is turned at fair speed and the 
amount of insulation resistance in megohms read from the 
scale. The whole process requires a few seconds, the operation 
can be conducted by anyone and it is stated that the results 
have an accuracy considerably higher than that usually obtain- 
able with other apparatus available for such measurements. 
The instrument is portable, weighing about 20 lb., is self-con- 
tained and is not affected in any way by its surroundings. The 
scale may be marked up to as many as 2000 megohms. 

In Fig. 2 is shown diagrammatically the arrangement of the 
interior parts. Permanent magnets MM are so arranged that a 
closed magnetic circuit is formed. In this magnetic circuit at 
one end a pair of pole pieces are placed between which a 
dynamo armature revolves. At the other end is another pair 
of pole pieces, within the field of which the moving system 
works. The dynamo, driven by the crank placed as shown in 
Fig, 1 furnishes the em.f. by means of which the instrument 
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operates. It usually supplies either 250 volts or 500 volts, which 
is generated on a drum armature by a winding so arranged that 
the various coils end on commutators of peculiar disk form, the 
edges of which at opposite sides are gripped by spring washers 
which roll with them and keep good contact, acting as brushes. 

The moving system is made of three coils rigidly connected 
to each other, The coil AA of the moving system is in series 
with the apparatus under investigation through the resistance 
R’; this coil exerts a deflecting force in the field where it is 
placed proportional to the current in it. Coils B and B’ are 
connected in series. They, with the resistance R in series, are 
put directly across the dynamo terminals, and constitute the 
controlling coil of the instrument, the amount of their restrain- 
ing force being a function of the position they take. As shown 
in Fig. 2, the indicating needle points to zero on the scale; coil 
AA has large current in it and coils BB’ are exerting.a maxi- 
mum restoring force. The current is led in and out of the coils 
through very slender copper ribbons, which produce no torque; 
there are no springs, and the needle takes a position determined 
wholly by the torque of current in a magnetic field. 

The proper relation between deflecting and restoring forces 

is secured through the use of the D-shaped iron.piece within 
coil AA, which may be seen in Fig. 2. It is mounted on the 
frame which supports the moving system. 
. The fact that the instrument is of the moving-coil-permanent- 
magnet type gives it all the good points which belong to this 
class, while being an ohmmeter it is. eveh more constant in 
calibration. For some purposes the variable e.m.f. derived 
from the dynamo operating at yarious* speeds is very useful, 
while for’ others it:is bad. Whenever required, a friction clutch 
is interposed between the last gear and the dynamo armattire, 
so contrived that when operated above slipping speed the e.m.f. 
is practically constant. 

The direct applications of the “Megger” to the measurement 
of insulation resistance are too obvious to need explanation. 


EXTERNAL 
TERMINALS 


Fig. 2—Diagram of Instrument 


Because of the fact that the resistance determinations on mod- 
erate voltage circuits are made at line voltage or perhaps at 
higher than line voltage, a sort of combined insulation resist- 
ance and, break-down investigation can be made. Among the 
many indirect applications of insulation resistance measurements 
one or two may be mentioned. Periodic examination of appa- 
ratus for insulation resistance, as is done so readily with the 
instrument, will reveal any depreciation whether due to moisture 
—a temporary cause—or to the development of a permanent 
defect. In this way faults and break-downs can be anticipated 
and avoided. New apparatus is likely to have insulation re- 
sistance so low on account of moisture that it must be dried 
out before it can be put into service. 


——_——e-@-e.—_____ 


The London, Brighton & South Coast Railway has ordered 
28 additional single-phase equipments from the Allgemeine 
Elektricitats Gesellschaft. Each equipment will consist of four 
150-hp single-phase motors. It is intended to use the new ap- 
paratus on the. southern suburban lines of this company. The 
trolley potential will vary from 6300 volts to 6800 volts and the 
frequency will be 25 cycles. 
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CAST-STEEL POLES 


The Butte (Mont.) Electric Company installed some time ago 
74 solid cast-steel poles furnished by the Pittsburgh Track 
Specialty Company, Pittsburgh, Pa. One of these poles as in- 
stalled at Butte is shown in the accompanying half-tone illus- 


Cast-Steel Pole in Butte, Mont. 


tration while the accompanying drawing gives the dimensions 
of various parts of this pole design for lengths of 20 ft. to 
30 ft. and drawings of the fittings such as the cross-arms and 
span wire holder. These poles can be made hollow by coring 
out the center from end to end and putting into the arms of 
the cross the metal which is thus saved. The hole could be 
so cored that the four disunited sections of the castings would 


ELECTRIC RAILWAY JOURNAL. 


193 


of 25 point carbon steel and so can be straightened in case of 
accidental bending. Furthermore should any part of the pole 
break it would be easy to weld the fractured parts to restore 
the structure to its original condition. The view of the Butte 
installation was taken by J. S. Mathey, superintendent of the 
Butte Electric Company. It shows quite effectively the differ- 
ence between the modern steel pole and the old-time wooden 
telegraph poles nearby. 


————--e- @-e-______ 


NEW HORIZONTAL WATER TUBE BOILER 


The illustration on page 194 shows the principal features of 
the horizontal water tube boiler made by the Casey-Hedges 
Company,.Chattanooga, Tenn. ‘The boiler consists primarily of 
one ormore horizontal drums with wrotght® steel header or 
water leg, riveted on the bottom’at each end,: and these headers 
are connected by two nests of tubes. " 

_ The manufacturers of the boiler have apprectited the neces- 
sity of.unimpeded and rapid circulation of thé water. The water 
legs have a large area and extend well up on the sides of the 
drums, providing for large passages leading from the drums to 
the water legs. The areas of the passages’are not restricted as 
in the*cases of some.boilers in which, the water passes through 
a nipple from the drum to the water legs. ‘The upper nest of 
tubes is parallel to the drum which is inclinedvat a ratio of I 
to 12, and the’ dower nest of tubes is inclined. at the, ratio of 2 to 
12. This results.in a,more rapid passage ‘of water, through the 
lower nest of tubes ieee the temperature, is higher, and the 
heat bubbles are liberated with ease. As the amount of heat 
transmitted through the walls of a tube depends on the dif- 
ference in temperature of the water inside and the heat outside, 
the rapid circulation of water augments the efficiency of the 
heating surface. Immediately over the throat of the front water 
leg and under the main steam opening in the drum shell there is 
a baffle plate which fests in a slanting position. This gives the 


flow of water a backward thrust as it emerges from the water 
leg. 
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Details and Dimensions of Cast-Steel Poles 


so that the con- 


be regularly connected every 15 in. or 18 in, 
The Butte poles 


nections would form steps to climb the poles. 
are 28 ft. long and weigh about goo Ib. each. 
of this type weigh about 1100 lb. and the 33- ft. poles weigh 
about 1200 Ib. These weights include the cross-arms, lugs and 
other fittings. The maker furnishes a very simple grappling 
climber. 

The principal advantage of these cast- steel poles as set 
forth by their manufacturer is that they are practically inde- 
structible since cast steel will. withstand corrosion much better 
than .the various forms of rolled steel or wrought iron. It 

‘should be noted that these poles can be made of extra thick- 
“ness at and below the ground line, to allow for the deteriora- 
tion common at those sections of a pole. The poles are made 


The 30-ft. poles 


There are no nipples between the water legs and drum to be- 
come loosened by vibration. The throats of the water legs are 
flanged outward at the top and securely riveted directly to the 
drum. The rapid circulation of the water through the lower 
nest of tubes prevents their being overheated, and as a result 
the tubes do not have to be replaced often, as is the case in 
boilers in which no provisions are made for more rapid circula- 
tion at the point subjected to the greatest heat. 

The lower row of tubes in this boiler is entirely encircled 
by the baffle tile. This protects them from exposure to cold 
air that is admitted through the furnace doors when the boilers 
are hand fired, and the strains and buckling caused from this 
source in so many boilers are eliminated. The tile maintain 
a uniform temperature in the tubes and the bad effects result- 
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_ing from a hot fire being built quickly under the boiler are not 
present. 

A very important feature in the boiler is the arrangement of 
the baffle, which is such that it gives a Dutch oven effect. The 
designer has found that this feature makes the boiler excep- 
tionally popular in localities where cheap grades of fuel are 
used, and it is also an advantage in localities where both low and 
high grades of fuel can be had, as the cheap grade can be burned 
and a considerable saving effected in the fuel bill. The baffle 
tile become incandescent white hot and thoroughly ignite the 
hydro-carbon as it travels under them toward the rear of the 
setting. The method of baffling used is considered superior to 


Water Tube Boiler 


covering only the tops of the lower tubes and permitting the 
hydro-carbons to come in contact with the cooling surface before 
ignition. If the hydro-carbons were brought in contact with the 
cooling surface too quickly it would refrigerate them, and the 
furnace would never reach the high temperature attained with 
the Casey-Hedges method of baffling. The Dutch oven effect 
cannot be obtained with the vertical baffle which brings the 
flames from the fire directly in contact with the tubes and 
divides them into small bodies that are cooled as they are drawn 
through the nest of staggered tubes. Numerous tests are 
said to show that the parallel travel of the gases gives better 
results than the transverse travel. The spreading of the two 


nests of tubes at the rear provides for a second mixing, or com- 
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blow-off for solids is provided on the bottom of the rear water | 
leg. The boiler is fed by a pipe entering the top of the drum 
shell and emptying into a mud pan suspended a short distance 
from the bottom of the drum. The mud that collects in this 
pan is blown off through a pipe that leads through the rear head 
of the drum. The rapid circulation of the water through the 
tubes prevents the adherence of scale to them and forces it to 
places in the drum and legs that are not attacked by gases of a 
high temperature. The drum is provided with an Eclipse man- 
hole in rear head. In the water legs opposite each tube is an 
oval-shaped handle of such construction that the plate, bolt and 
gasket on being removed from position remain intact. Several 
tubes can be cleaned internally through one manhole. The tubes 
are cleaned externally through the hollow staybolts. 

A very liberal factor of safety is used in designing the boiler. 
The staybolts are made of heavy seamless cold-drawn steel 
tubing. In the boiler proper there are no cast-iron parts. One 
very prominent feature is that a superheater can be attached at 
any time during the life of the boiler without disturbing the 
brickwork, The superheater is conducted through the rear 
water leg by false tubes that are placed between the upper and 
lower nest of tubes. The suspension illustrated affords expan- 
sion and contraction of the boiler without undue strains. The 
suspension is independent of the brickwork, and any settling or 
cracking of the walls does not affect it. The brickwork is even 
more simple than the brickwork of the horizontal return tubular 
boiler, and therefore does not present any difficult problem of 
installation. The boilers are constructed in units from 100 hp 
to 800 hp, for pressures up to 250 lb. 


eS 
PAY-AS-YOU-ENTER CARS FOR THE BENTON HARBOR- 
ST. JOE RAILWAY & LIGHT COMPANY 


The Danville Car Company has built for the Benton Harbor 
(Mich.)-St. Joe Railway & Light Company four pay-as-you 
enter cars of the Brill semi-convertible type. These cars are 
31 ft. 8 in. long over all, 20 ft. 8 in. long over the car body and 
8 ft. 2 in. wide over the posts above the belt rail. As shown on 
the accompanying plan both platforms are 5 ft. 6 in. long and 
are arranged for railed entrances and exits each 247-in. wide. 
The doors on this side of the platform are of the swinging type 
but a sliding door with 2534-in. exit is installed on the opposite 
side. The car body proper has two single sliding doors at 
each end. The seating capacity for 24 persons will be fur- 
nished by 12 reversible slat cross-seats of the Brill “Winner” 
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Plan of Pay-As-You-Enter Car for the Benton Harbor-St. Joe Railway & Light Company, Showing the Door and 
Platform Arrangements ; 


bustion, chamber, resulting in the consumption of all gases that 
have passed through the furnace and lower nest of tubes un- 
consumed. 

While the water legs are deep, the rear water leg is flared as 
it nears the bottom in order to bring the tube sheet at a right 
angle to the lower nest of tubes; all the tubes being the same 
length. This increases the storage capacity of the water leg 
‘which causes the water to linger at this point, giving an oppor- 
tunity for the precipitation of all solids at the lowest point in 
the boiler and at a point where they will cause no damage. A 


type. The bottom framing of the cars consists of 5-in. x 33-in. 
yellow pine side sills, 3%4-in. x 854-in. white oak undersills, 
3%-in. x 434-in. white oak center cross joists. The body fram- 
ing includes 334-in. corner posts and 234-in. side posts. The 
inside finish is of cherry and the ceiling finish is painted and 
decorated artificial lumber. The body is mounted on Brill No. 21 
E. trucks, equipped with 33-in. Griffin wheels 234-in. tread, 
34-in. flange for 4-in. axle. Among other features of these cars 
are GE-67 motors, Brill track scrapers, Providence fenders and ~ 
Syracuse headlights. 


= 


cy 30; 190. |4 


TROLLEY FLOAT IN MANILA 


The possibilities in the way of operating floats on trolley flat . 


cars have been recognized in a number of cities, and this paper 
has published views of floats of this kind exhibited at San 
Francisco, Amsterdam and elsewhere. One of the most am- 
bitious structures of this kind was shown during the 1910 car- 
nival by the Manila Electric Railroad & Light Company. 

This float was christened battleship “Bill Payne’ and was 
built on the platform of the sprinkler car, the tank having been 
removed. The length was 50 ft. over all, width 8 ft, height 


17 ft. 6 in. to top of mast. 


The ship carried 14 guns. The two 


turret guns were made of 3-in. steel tube with a 4-in. jacket 


over the firing chamber. A mixture of kerosene and air under 
30-lb. pressure was injected into the firing chamber and an 
electric spark was used to ignite the guns. The guns had a 


Battleship Trolley Float 


firing speed of about 50 shots or explosions per minute and 
could be heard for a distance of on 

The broadside guns in the substructure were made of 134-in. 
tubing and were connected to the air supply of the ship at 90 lb. 
pressure. Cartridges made of tissue paper filled with confetti 
and carnival red devil advertisements shot from these 
guns into crowds of people on the sidewalks, etc. The guns had 
a range of 60 ft. or more. The muzzles of these guns were 


mile. 


were 


choked so that the cartridges broke on leaving them. The ship 
was operated from the forward substructure and smoke was 
made by burning green grass in special! pans inside of the stacks. 

The crew consisted of seven men to man the guns and operate 


the ship. There was also a full equipment of lights for deco- 
rative and night signaling purposes, as well as searchlight, bells, 
fire control and whistles. The accompanying photograph of 
the float was furnished by J. G. White & Company, operating 
managers of the Manila Electric Railroad & Light Company. 
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DEVELOPMENT OF INTERSTATE SYSTEM OF ACCOUNTS 


Prof. Henry C. Adams, in charge of statistics and accounts, 
Interstate Commerce Commission, outlines in the twenty-first 
annual report on the statistics of steam railways in the United 
States, covering the year ended June 30, 1908, a proposed fur- 
ther development of the system of accounts. Professor Adams 
states : 

“In the report for the previous year will be found an ac- 
count of the development of a uniform system of accounting 
for transportation agencies subject to the jurisdiction of the 
commission, so far as it was at that time developed. To the 
classification and accounting rules there described there have 
been added during the year covered by this report the classifica- 
tion of expenditures for additions and betterments and the 
form of general balance sheet statement, as prescribed by the 
Interstate Commerce Commission for steam roads, effective on 
July. 1, 1909. The general structure of the accounting system 
is now completed. ; 

“The further development of that system concerns itself 
with a uniform system of shop accounts, a uniform classifica- 
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tion of employees, uniform rules for computing average daily 
compensation of employees, a uniform classification of com- 
modities carried as freight, and similar problems which, now 
that the main classifications are completed, may be under- 
taken. The development of satisfactory rules for the assign- 
ment of revenues and expenses to States, a task. urged by the 
National Association of Railway Commissioners, is another 
problem which presses for solution. In this connection, also, 
should be mentioned provision for more perfect statistics of 
transportation services rendered at terminals and stations. All 
railway statistics without exception, as well as the theory of 
railway tariffs which many countries aim to realize, call for a 
separation of terminal and train expenses. One step has been 
taken for working out the problem thus suggested, but much 
remains to be done. It is mentioned in this connection as in- 
dicating the further development of the system of statistics 
and accounts which the results already accomplished make 
possible.” 


-10-@-e- 


FLEXIBILITY IN THE WORCESTER FEEDER SYSTEM 


In Worcester, Mass., the generating plant of the railway 
system is located about 2 miles south of the business center 
of the city, while 2 miles east of the business center is a lake 
resort. The maximum traffic to the lake occurs in the evening 
and on half-holiday or Sunday periods, and the cars operated 
between the city and the lake are obliged to ascend a long and 
heavy grade at a point about 4 miles from the power station. 
The power demands of the lake service are met by special 
feeder lines which pass through the center of the city. 

During the lighter hours of the day, the copper capacity of 
the lake feeders is in excess of the demands of that particular 
line, while the periods of heavy traffic call for all the conduct- 
ance which the company can afford to supply. It has therefore 
been arranged to operate the feeders of the lake line inde- 
pendently when the travel is heavy, but when it is light, the 
carrying capacity of these lines between the power plant and the 
center of the city is utilized by cutting into them with a tap 
near the business center, the switch being operated by the com- 
pany’s starter or inspector on duty at the most congested point 
within the city. By this plan the copper between the station and 
the Worcester city hall district is kept at work practically all 
the time at high efficiency, and about 50 per cent of the line 
is always doing heavy service. The location of the center of 
the load in Worcester at a considerable distance from the power 
plant renders this long-hour reinforcement most advantageous. 


<+0-@-e- 
MUNICIPALIZATION IN COPENHAGEN 


In June the city of Copenhagen, by a majority of eight, de- 
cided to take over the electric tramways of the city beginning 
August, 1911. The system in question includes 25.5 miles of 
double track and to miles of single. track, and employs 279 
motor cars and tor trail cars. Five of the latter are single 
horse cars. The company has a capital stock which in American 
currency would be about $3,000,000. In 1909 the company car- 
ried 70,949,345 passengers and about 8,000,000 motor car-miles. 
were run. According to the franchise terms, beginning August, 
1898, the tramway system would revert to the city, without any 
payment, after a lapse of 30 years, or could be taken over, at a 
fixed price, at periods of three years, after one year’s notice,. 
these periods to commence with 1907-08. In 1907 the city de- 
cided not to utilize the right, but this year the vote to purchase © 
was carried by the small majority mentioned. The price to be 
paid will be settled by arbitration. 

Under the existing franchise the city receives 5 per cent of 
the company’s gross receipts, and also has a monopoly of sup- 
plying it with power at 4 cents per kw-hour. The profit from 
this latter arrangement amounted to more than $200,000 last year 
and the city’s net income in 1909 from both sources amounted 
to about $300,000. The company now charges a uniform fare of 
3 cents and gives free transfers. The maximum travel possible 
for a single fare, without transfer, is about 7 miles. 
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News of Electric Railways 


Final Hearings on Projected Boston & Eastern Road 


After proceedings lasting for about four years the hear- 
ings by the Massachusetts Railroad’ Commission upon the 
petition of the Boston & Eastern Electric Railroad Com- 
pany for a certificate of exigency granting it the right to 
build a high-speed interurban line between Beverly and 
Boston were brought to a close on July 22, following three 
days of final evidence and arguments by counsel on each 
side. The principal feature of the closing days was an 
offer by the Boston Elevated Railway to take the pas- 
sengers of the Boston & Eastern road at Porter Street, East 
Boston, and transport them through the East Boston tun- 
nel to the heart of the city, there bringing them in touch 
with the extensive transfer facilities now in force and facili- 
tating rapid transit to all parts of the metropolitan district. 

Frederic, E. Snow, counsel for the Boston Elevated Rail- 
way, stated that the capacity of the East Boston tunnel is 
far from utilized, and that the average number of pas- 
sengers per car is at present only 30, while the seating 
capacity per car is 52. By completing the western terminus 
of the tunnel and building a loop at Scollay Square, the 
traffic capacity could be further increased. ‘The Boston 
Elevated Railway objects to the entrance of any competing 
rapid transit line into the heart of the city, in view of its 
present large investments in subways and tunnels, and its 
committal to other large projects for the future. 

Mr. Snow said that the company estimates that the East 
Boston tunnel can be extended, if necessary, to Porter 
Street, a distance of 1800 feet, at a cost of about $500,000, 
He contended that on account of the close connection of the 
East Boston tunnel with the existing elevated, subway and 
surface lines, the passengers coming into the city via the 
Boston & Eastern road would reach their destinations more 
rapidly in spite of the Porter Street change. If the Boston 
& Eastern line should terminate in Post Office Square, Bos- 
ton, the time required to reach the Boston Elevated service 
would be more than that lost in the change at Porter Street. 
If the Boston Elevated road takes the passengers the new 
company would be saved an investment of about $2,800,000, 
which should enable it to reduce fares materially. 

Woodward ‘Hudson, for the New York Central Lines; 
B. N. Johnson, for the General Electric Company, and T. A. 
Babson, Corporation Counsel for the city of Boston, op- 
posed the new road. Bentley W. Warren, counsel for the 
Boston & Northern Street Railway Company, reiterated 
his belief that the Boston & Eastern road could not operate 
profitably in the territory which it proposes to occupy. He 
eontended that the establishment of the road should not be 
permitted unless the board was convinced that it will be a 
great public inconvenience not to have it. He filed 16 
requests for-rulings with the board, and urged that until 
the existing companies cannot or will not improve their 
facilities if so ordered by the board, the commission has no 
ground upon which to declare the necessity for the Boston 
& Eastern road. 

William H. Coolidge, counsel for the Boston & Maine 
Railroad, spoke at length in opposition. He said that the 
Boston & Eastern road, with only $250,000 capital, asks 
the right to encumber all the titles to real estate in Boston 
and through Lynn and Salem to Beverly. He stated that 
the interest and taxes on the investment will amount to at 
least $700,000 per year. The gross earnings of the company 
must be at least $2,000,000 per year. The total passenger 
earnings of the Boston & Maine, the Boston & Northern, 
and the Boston, Revere Beach & Lynn roads in their com- 
petitive territory do not exceed over $2,000,000 per year. 
The existing territory is already served by 300 trains per 
day, and by electric cars every few minutes. The only 
theory upon which electrification can be justified, and the 
north and south tunnel built in Boston, is'that Lynn, Salem 
and Beverly people will use the Boston & Maine Railroad. 
How can the money be raised, and who will/ buy the new 
securities which must be issued to pay for electrification and 

‘tunnels if a competitive road is justified? The State cannot 


have consolidation and monopoly of transportation facilities 
one year and destructive competition the next. Both Mr. 
Mellen and Mr. Tuttle say that short-distance suburban 
travel ought to be cared for by the Boston Elevated road 
and the trolley companies, but that the outer suburban traffic 
should be handled by the existing railroad companies. 

A letter was filed with the board from C. S. Mellen, presi- 
dent of the New York, New Haven & Hartford Railroad, 
in connection with the contention of the petitioner that the 
New Haven suburban business at New York represented a 
liability rather than an asset. Mr. Mellen stated that to 
appreciate the company’s position one must be familiar with 
the situation about New York City, its contracts for the 
use of the Harlem road for 12 miles out of the city, and for 
the use of the Grand Central terminal. The letter stated 
that it may well be that conditions which will make a busi+ 
ness unprofitable about New York may not have any ex- 
istence about Boston, unless, possibly, within the 1o-cent 
fare zone. The letter concluded as follows: “Whether the 
business is profitable or not, there is an obligation upon the 
existing suburban routes that it shall be handled efficiently, 
and any policy which diverts the business from the existing 
routes, or prevents its increase to a very much greater vol- 
ume than at present, simply prolongs the agony and loss to 
existing transportation lines, and it would seem to me the 
true policy should be to build up the business on existing 
lines until the volume of the same may overcome the loss 
now the result of' rates made to attract volume and possible 
future profit.” 

The closing argument was made by C. S. Baxter, counsel 
for the Boston & Eastern company. He contended that the 
board was committed to a decision in the company’s favor; 
that the East Boston tunnel proposition of the Boston Ele- 
vated Railway is unsuited to the plans of the new line for 
high speed service; that the ablest consulting engineers in 
the country have passed favorably upon the financial pros- 
pects of the new road, and that it will provide a service now 
given by no type of transportation agency in Massachu- 
setts. The board took the case under advisement. 


Strike Declared in Columbus, Ohio 


Following a decision of the State Board of Arbitration, 
made public on the evening of July 23, in which most of the 
points were against the Columbus (O.) Railway & Light 
Company, preparations were made by the union men to 
walk out on the following morning, provided the company 
did not conclude to abide by the terms of the finding. The 
management of the company made known the fact that it 
would not accept the finding of the board, and at once 
posted notices in the car houses that the men would be 
expected to present themselves to take out their cars on 
July 24, and that if they did not do so they might consider 
themselves discharged. 

Leaders of the union movement called a meeting to be 
held after midnight on the morning of July 24, and a vote 
was taken on the question of a walk-out, every man present 
voting for it. The time set for the walk-out was 4 o’clock 
that morning. 

The State Board of Arbitration called for a meeting of 
representatives of the men and the company, with the idea 
of securing a settlement by asking both sides to yield points. 
Mowever, the men appeared to be determined to strike, 
and the company was not willing to yield. 

In order to prevent a repetition of the disorder that ac- 
companied a former strike, Mayor Marshall conferred with 
Governor Harmon on the subject of help from the State 
troops if it should be found that the police force could not 
cope with the trouble. The Governor stated that he would 
be willing to furnish troops in case it becomes necessary. 

The first day of the strike was one of decided disorder, 
but with little injury to property. The company kept 84 
out of the usual 122 cars in operation through the day, but 
they were taken to the car houses in the evening. At some 
points the cars were stoned and the tracks obstructed, but 
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police officials in automobiles dispersed crowds and kept 
matters in fair shape. Several arrests were made, and one 
man will probably be compelled to stand trial for stoning a 
car, a penitentiary offense in Ohio. The car crews stood 
the hoots and yells of the strikers well, and but one or two 
minor accidents were reported. General Manager E. K. 


_ Stewart complimented the Mayor and the police department 


on the work of the first day, and stated that he would 
endeavor to operate all lines on schedule Monday. 

Mr. Stewart stated that there are many men among the 
strikers whom the company would be glad to take back, 
if they would report at once for work, 

The company has secured a number of men from Cleve- 
land and other places. It has a sufficient number of men to 
operate the cars and will do so, as long as ample protection 
is afforded. 

The cars were used by very few people during the fore- 
noon on July 24, but in the afternoon it is said they were 
all comfortably filled. Reports from Columbus, Monday, 
stated that most of the lines were operated on schedule 
and that up to noon but little disorder had prevailed. The 
reports further stated that indications are that the company 
has the advantage, and that the men have not the support 
of the people. 

The greater part of the last week was taken up by negoti- 
ations between the company and the union men over a 
proposition made by the latter on July 19 that the men 
would abide by the decision of the State Board of Arbi- 
tration without submitting any more evidence, if the officers 
would pledge the company to the same position. Several 
conferences were held between company officials and at- 
torneys on one side and union committees and their attor- 
neys on the other in an effort to arrive at some amicable 
understanding on this point, but without avail. 

The hearing was concluded on July 21 and the members 
of the State Board of Arbitration spent the remainder of 
the week in going over the mass of evidence preparatory to 
making their report. 

Attorneys for the men have asked Mayor Marshall to 
have City Solicitor Weinland file an injunction suit to pre- 
vent the company from declaring a lockout against the 
union men. | 

Judge Bigger nullified the ordinance requiring all motor- 
men and conductors to have an experience of at least 10 
days on the local lines by deciding that the city has no 
power or authority to enact such a law. 

The hearing regarding the differences between the off- 
cials of tthe Columbus Railway & Light Company, Colum- 


bus, Ohio, and the representatives of the employers who, 


claim that they were discriminated against was begun be- 
fore the State Board of Arbitration on July 5, toro. E. K. 
Stewart, general manager of the company, was the first wit- 
ness. 

Mr. Stewart explained the cause of the dismissal of some 
of the employees, but said he had not made any special 
effort to learn whether or not the men who had been dis- 
charged were members of a union. The company had em- 


ployed several special policemen since the recent strike, as, 
the city had not given the needed protection. 


Witnesses for the men admitted on the stand that they 
did not know of any instances where officers of the com- 
pany had attempted to intimidate employees who had 
joined the body organized among the men. L. G, White, 
superintendent of the company, stated that there was a gen- 


eral understanding among the officials that no discrimina- 


tion should be practised. 

Attorney Pomerene, for the company, stated that the 
company had a right to prepare for a strike, when the men 
continuously harass the company with threats to strike. 
On July 8 Mr. Stewart stated that George R. Whisner, 
superintendent of transportation, was 1n Cleveland, and that 
he may have arranged for a number of men to take places 
on the local lines, but that he did not know of any consider- 
able number of men waiting to come to Columbus, as had 
been intimated by the. attorneys for the employees. Mr. 
Stewart thought it well to be prepared for one 
Attorneys for the company stated that their witness 
refute every charge made. against the company. ere 
has been no discrimination, the men dismissed were not 
discharged without cause, and as much protection is given 
union as non-union men. In short, there had been no 
trouble except what the men themselves have caused. 
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The greater part of the week commencing July 10, 1910, 
was spent in receiving testimony regarding alleged discrim- 
ination against men who had joined the organization 
formed among the men. A number of men who were called 
by the company were positive in their statements that no 
discrimination had been shown and that they had not been 
favored in any way. Superintendents, car house men and 
others also stated that they had been instructed that all 
employees were to be treated alike. Evidence was also 
submitted to show that infractions of the rules of the com- 
pany resulted in the same discipline in all cases. 


Transit Affairs in New York 


H. H. Whitman, of counsel for the Public Service Com- 
mission, First District, has made application to Justice 
Bischoff, of the Supreme Court, to set aside the judgment: 
given by Justice Brady by which a suit to recover $750,000 
penalties from F. W. Whitridge, receiver of the Union Rail- 
way Company, was dismissed. Mr. Whitman advanced the 
same reasons which were stated by George S. Coleman at 
the first hearing before Justice Brady regarding the charges 
against W. R. Willcox, chairman. of the commission, for 
contempt. This reason was that Justice Brady was dis- 
qualified to act because he held stock in the Third Avenue 
Railroad, which was interested in the Union Railway, and 
was in the hands of the same receiver. 

Joseph H. Choate, Jr., attorney for Mr. Whitridge, op- 
posed the application, stating that the interest of Justice 
Brady was very remote. 

Justice Bischoff reserved decision and stated: ‘“On the 
question of interest, where are you going to stop? If a 
stockholder of the Third Avenue Railroad is disqualified 
why not a creditor of this stockholder, or a creditor of a 
creditor? I think that as a matter of fact where there is 
any question of interest a judicial officer should not sit; 
and I think that was where Justice Brady made a mistake. 
But there must be some point at which the line should be 
drawn.” 

Justice Bischoff intimated that he would not allow this 
personal opinion as to judicial policy to enter into his con- 
sideration of the legal aspects of the case. 


New Road Opened in Illinois—The Woodstock & Syca- 
more Traction Company has placed its line in operation 
between Sycamore and Genoa. Gasoline motor cars are 
being used. 

New Texas Road Opened—The Haskell (Tex.) Street 
Railway has been placed in operation. The line extends 
from the depot of the Wichita Valley Railroad at Haskell 
through the city for a distance of 2 miles. It is proposed 
to extend the line to Hemphill Park, a distance of about 5 
miles. 

The Cleveland Situation—In response to an inquiry from 
Street Railway Commissioner Dahl, President J. J. Stanley, - 
of the Cleveland Railway, has stated that the West Sixty- 
fifth Street crosstown line will be in operation within a few 
days and that the Lorain Street extension to the city limits, 
1% miles, will be completed by Aug. 15. No arrangements 
have been made regarding new cars or betterments to the. 
service, as nothing can be done until the company can 
secure a sufficient amount of funds to finance the improve- 
ments. 

Engineering Question Box.—The American Street & In- 
terurban Railway Engineering Association, through John 
W. Corning, 552 Harrison Avenue, Boston, Mass., secretary 
and treasurer, calls the attention of member companies and 
associate members to a mistake in the question box of the 
association for 1910, which was mailed on July 9. Under 
question 45, line 12 reads: “Equipment: Eight 25-ton cars, 
with four 160-hp motors per car.’ This line should read: 
“Equipment: Eight 25-ton cars, with four motors, 160 hp 
per car.” : 

Data Sheet on Welfare of Employees.—H. C. Page, chair- 
man of the committee on welfare of employees of the Amer- 
ican Street & Interurban Railway Association, is sending 
out this week to the general managers of member com- 
panies Data Sheet No. 61, which contains a list of questions 
relative to the welfare work carried on by the railway com- 
panies. The questions are divided under the following 
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headings: Benefit associations, pension funds, savings funds, 
club rooms and care of injured employees. The material 
obtained, together with such other information as may, be 
collected by the committee, will be used as a basis of the 
final report to be presented at the 1910 convention. 


Interurban Terminal Station Proposed for Lafayette, Ind. 
—The franchise committee of the city council of Lafayette, 
Ind., has made a report regarding street railway conditions 
at that point, and has suggested the construction of an 
interurban terminal station at Lafayette. The Ft. Wayne & 
Wabash Valley Traction Company, Ft. Wayne, Ind., has 
taken up the matter with the Terre Haute, Indianapolis & 
Eastern Traction Company, Terre Haute, Ind., with a view 
to the construction of a joint station at that point. J. 
Lovering Jones, president of the Ft. Wayne & Wabash 
Valley Company, has written a letter to the Mayor of 
Lafayette in which he states that he would like to talk over 
the question with the city authorities. 


New Ordinance in Norfolk Before Committee of Council. 
—The finance committee of the City Council of Norfolk, 
Va., has taken up for consideration the new franchise ordi- 
nance of the Norfolk & Portsmouth Traction Company, to 
which reference was made in the Erecrric RAtLWAY JOURNAL 
of July 23, 1910, pages 133 and 160. John Blair MacAfee, 
president of the company, said that the ordinance as drawn 
was submitted largely to supply a base from which to work. 
Mr. MacAfee filed with the committee a copy of the pam- 
phlet referred to in the Execrric RAmway JournaL of July 
23, 1910. The committee has requested the company to 
reduce to the form of an ordinance the provisions con- 
tained in the tentative measure presented by Mr. MacAfee. 


Annual Outing of Electric Club of Chicago.—The Electric 
Club of Chicago will hold its annual outing at Ravinia Park, 
on Saturday, Aug. 6. A special train will leave the Wells 
Street Station of the Chicago & Northwestern Railroad at 
10:15 A. M. Various athletic sports and games will take 
place, and prizes will be given to the winners. Donations from 
electrical concerns are solicited as prizes, and should be sent 
to George H. Porter, Western Electric Company, chairman 
of the entertainment committee. Other committees are as 
follows: Finance, R..M. Van Vleet, J. G. Pomeroy; pub- 
licity, H: A. Mott, F. S. Hickok; athletics, W. S. Taussig, 
F. W. McClement; entertainment for ladies, Otis B. Dun- 
can, W. R. Bonham, F. T. Wilbur; reception, William Car- 
roll, W. L. Abbott, Robert E.. Mitten, F. F. Skeel, Jas. H. 
Delaney and J. J. Schayer. 


Attitude of Mayor of Philadelphia on Subway and Ele- 
vated Lines.—Officials of the Philadelphia Suburban Ele- 
vated Railway Company have issued a statement commend- 
ing the attitude. of Mayor Reyburn, of Philadelphia, con- 
cerning the construction of subway and elevated lines, re- 
questing him to examine the plans of the company and 
make suggestions, and offering to furnish detailed informa- 
tion at any time to the committee appointed by the Mayor 
which now has under consideration a comprehensive subway 
plan. Mayor Reyburn announced that he would refuse to 
approve any franchise for the construction of subway or 
elevated lines until the investigation on the subject now 
under way on behalf of the city is completed and a -com- 
prehensive plan to serve as a guide for the arrangement 
of subways for the future has been prepared. 


The Detroit Situation—Mayor Breitmeyer, of Detroit, 
has proposed a new plan for settlement of the differences 
between the city and the Detroit United Railway. The 
suggestion is that a 15-year contract be executed providing 
for an increase of rental to $1,200 or $1,500 a day, the issue 
of six tickets for 25 cents throughout the day and universal 
transfers. Snagford Ladd, representing the Michigan 
United Railways, has appeared before the committee on 
franchises of the City Council of Detroit in connection with 
the application of that company for a franchise. Mayor 
Breitmeyer is quoted as having expressed his opposition to 
the entrance of a new company to the city streets, and to 
have repeated that what he desires is a settlement with the 
Detroit United Railway. Announcement has been made 
that the Michigan United Railways, if granted a franchise, 
will accede to two concessions which have been suggested 
on behalf of the city. The company, however, will exact 
the right to operate interurban cars into the city for a 
definite term of years. 
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Financial and Corporate 


New York Stock and Money Market 


July 26, 1910. 

More than 100 of the more active issues on the Stock 
Exchange list reached new low levels for the year to-day. 
The selling movement which had been-in progress for sev- 
eral days became insistent and was not checked. Large 
quantities of stock were offered and the liquidation of small] 
holdings was very heavy. At the same time the bear 
element in the trading continued. The slump was the re- 
sult of liquidation, forced and voluntary, and further bear 
selling. The traction issues have shared in the activity 
and have declined. 

There is no appearance of tightening in the money mar- 
ket. The banks are overflowing with funds and rates are 
phenomenally low. Quotations to-day were: Call, 1 @ 2 
per cent; 90 days, 4 per cent. 

Other Markets 

In sympathy with Wall, Street, the Philadelphia market, 
for the last few days has suffered from active liquidation. 
All traction securities have gone lower. 

There has not been a great amount of trading in trac- 
tion stocks in the Boston market. Massachusetts Electric 
and Boston Elevated shares have declined fractionally. 

In the Chicago market there has been very light trading 
in traction issues. The market has been lower, in sym- 
pathy with the general movement to dispose of holdings, 
but traction securities, on account of inactivity, have been 
affected but slightly. miei!” 

In Baltimore there continues to be considerable trading 
in United Railways shares, with prices practically un- 
changed at 14% @ 15. 

Quotations of various traction securities as compared with 
last week follow: 


‘ July 19. July 26. 
American: Railways (Comipaniyescrtetensisss tise oc «ai oielel a42%y a42y%y 
Aurora, Elgin & Chicago Railroad (common)...... eZ a45 
Aurora, Elgin & Chicago Railroad (preferred)........ *86 82 
Boston’ Elevated: ‘Rail way er etetteieteietatere. = ory isle aroterets vials 126 126 
Boston & Suburban Electric Companies............ ars ars 
Boston & Suburban Electric Companies (preferred)... a74 a7z4 
Boston & Worcester Electric Companies (common)... *10% aro 
Boston & Worcester Electric Companies (preferred)... 37 * ki) 
Brooklyn Rapid )Transtte Conmpanypme..-:. 1-110. - s s 77%, 7138 
Brooklyn Rap. Transit Company, 1st pref. conv. 4s.. 82% 80 
Capital Traction Company, Washington............ a130 ai29 
Chicago — City Rathwavicmanreepemeretetetee ate he cits si ete lote a1g5 algs 
Chicago & Oak Park Elevated’ Railroad (common)... *3%4 *3Y4 
Chicago & Oak Park Elevated Railroad (preferred).. *7%4 tay 
Chicago’ Railways, *pteptgupienia masts os)cttnats stein last a8o a75 
Chicagd . Railways) pteptain a scl isms aeteraiier< ceric e.olsla sheiee ary: er ars 
Chicago «Railways; iptcptesas tertiary ate chs steer ‘aink all 
Chicago. Railways, ~ pteptgerectreamomrettiets nil. nites eee ote a6 a5s% 
Cleveland’ “Railway siy.tersc tise citiatatetebeteteimtenstsrs chars a aletrieyacey ste *9o1 *o1y 
Consolidated Traction of New Jersey............... a74 a73 
Consolidated Traction of N. J., 5 per cent. bonds....a103 aro5 
Detroit: United (Raithwayjie i. -rrcitaeteetters roti aie ieee: *45 *45 
General Electric’ "Compalnyeaeraersmieietnie tate tore reeks ote ole 144 13514 
Georgia Railway & Electric Company (common)..... ato7% a1o7% 
Georgia Railway & Electric Company (preferred)..... a87 a86 
Interborough-Metropolitan Company (common)....... 4 TS 
Interborough-Metropolitan Company (preferred) 43 
Interborough-Metropolitan Company (4%s)........... 8 78 
Kansas City Railway & Light Company (common).... a25 a25% 
Kansas City Railway & Light Company (preferred).. a79% a79% 
Manhattan Railways). ss sae eeitereeeteeiries ar orate elaine 128 128% 
Massachusetts Electric Companies (common)........ ars ai43%4 
Massachusetts Electric Companies (preferred)........ a8o a79o 
Metropolitan West Side, Chicago (common)......... *23u% *23u% 
Metropolitan West Side, Chicago (preferred)........ *s8Y 58% 
Metropolitan Street |Raslway:. aeewcle set ctl cle sielesvatens« Has es 
Milwaukee Electric Railway & Light (preferred)..... *Tr0 *rT10 
North . American Compatiycen smsmteetetens sisi oraerraleerena anes 6814 65 
Northwestern Elevated Railroad (common)........... 18 *18 
Northwestern Elevated Railroad (preferred)......... a65 *65 
Philadelphia Company, Pittsburg (common).......... a44 a42 
Philadelphia Company, Pittsburg (preferred)......... a43% a43 
Philadelphia Rapid Transit Company............-..-. aig ai6% 
Philadelphia\ Traction \Gomipativyssrbetetetestsseraeieras volarerare *84% *84% 
Public Service Corporation, 5 per cent col. notes..... ag6 ag6 
Public: Service \Corporatiomcttcnprtteterststa de lepetetetaloraleive agg ago 
Seattle Electric’ Company “(commen)/=...<-- +c so ce arog% a1og 
Seattle Electric’ Company) (referred)! eon acmein soe aloo a99% 
South Side Elevated Railroad (Chicago)............. 47244, a67 
Third Avenue Railroad, New York................. 10% 8% 
Toledo Railways & Light) Gompaniyeemciee ~~) )e = )erre *75K *7% 
Twin City Rapid Transit, Minneapolis (common)..... 107% 106 
Union Traction Company, Philadelphia............... a45 aq2 
United Rys. & Electric Company, Baltimore..........- a1gy a14% 
United Rys. Inv. Co. (common).........- A Oi BOLOe 230 *30 
United Rys: Inv. ‘Co. (prefered) mame a= sees oe 60% 6034 
Washington Ry. & Electric Company (common)....... a32% a324 
Washington Ry. & Electric Company (preferred)...... a88s a87z7 
West End Sireet Railway, Boston (common).......... a87 a88s 
West End Street Railway, Boston (preferred)......... aroo% aroo% 
Westinghouse Elec. & Mfg. Company................ *so ; 50 
Westinghouse Elec. & Mfg, Company (ist pref.)...... ¥125 *125 

aAsked. *Last Sale. 


_ States Government. 
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Annual Report of the Twin City Rapid Transit Company 


Gross earnings of the Twin City Rapid Transit Company 
of Minneapolis, Minn., in the year 1909 were $6,969,776, an 
increase of $570,266 or 8.or per cent as compared with the 
previous year. Operating expenses were $3,294,627, an in- 
crease Of $128,571 or 4.06 per cent, while net earnings 
gained $441,695, or 13.66 per cent. 

The comparative statement of revenues and expenses con- 
tained in the report does not give the details of revenues 
or expenses for 1908. An explanatory note states that the 
comparison is omitted because of the adoption on Jane 3, 
1909, of the new classification of accounts prescribed by the 
Interstate Commerce Commission. The figures as published 
are as follows: 


RECEIPTS. 
1909. 1908. 

Revenue arom transpottation..................., $6,924,656 \yeneseinte 
Revenue from operation other than transportation. 45,120: +.) sone 

SuOraLNONerAtMeuTEVEMUE os... -ss...... 2... ee. $6,969,776 $6,399,510 

EXPENSES, 

Maintenance of way and structure............... $256,9907)  V sass 
Mambtenance jon eduipment..,os...............-2. 345,75 30. Sten were 
USS DHO GSEEECS, LACE OES Ane 41; 8388, | Goonies 
Wondictine tramsportationm 6o.5................... 2,038,577. sah etstenveent 
General and miscellaneous expense............... 611,472" bipeeess 

SOMANNODETAUME EXPENSE, . 6. .¢ce--..-..-. 00500 $3,294,627 $3,166,056 
eM mrtGGiniest.............. $3,675,040 $3,233,454 
imedestronmdebt andtatesyv....1................. $1,466,527 $1,359,363 
Surplus available for dividends and depreciation.. $2,208,622 $1,874,091 
WMipigendsmpreterrediestock. ses. ........--. 0.05% $210,000 $210,000 
Dividends sCOMMON "StOCK. 65-5 ese. eee ee eee 1,055,250 1,005,000 

‘opel Ghote 2 0 Sa ee AN $1,265.250 $1,215,000 
SS AVGS lodges Gpeeheiniess) 50 OGG e oe $943,372 $659,091 
Mppropgatcde tor Tenewals....................¢- 703,000 544,000 

(seis Efendi pinkge thi 6 i. $240,372 $115,091 
Per cent total operating (including taxes and re- 

newal appropriations) to total revenue........., . 64.20 64.35 


An increase of $157,414 in the charge for taxes, interest 
and dividends is divided as follows: Taxes, $69,024; bond in- 
terest, $38,140; dividends on common stock, $50,250. The 
increased charge on account of taxes includes $20,459 set 
aside to meet the new corporation tax levied by the United 
The increase in dividends is due to 
the advance in the rate of dividend from 5 to 6 per cent. 

C. G. Goodrich, the president, states: 

“The property has been maintained in the same high 
state of efficiency as heretofore. The amounts charged in 
this account for actual maintenance aggregated $523,499, an 
increase of $26,823 over the corresponding charge of last 
year. In addition there was expended for renewals, and 
charged against the renewal funds, the sum of $304,850. 
To this fund has been added, on account of depreciation 
during the year, the sum of $703,000 and interest on the in- 
vested renewal funds, amounting to $50,050. The renewal 
fund, at the close of the year aggregates $1,621,914, of which 
$1,173,500 is invested in the 5 per cent consolidated bonds 
of the company. 

“The following statement shows the percentage that the 
appropriations for maintenance and renewals bear to the 
gross earnings during the last four years: 


Year. Maintenance and renewal. Per cent of gross earnings. 
ERGO aed sco cena estes $917,253-34 16.25 
NOVO Bacon net eee OS 985,456.92 ee 
PO OMENES winter bahars civne v's T,070,475.56 10.73 
MOGOMS ovis stoi es sae aes 1,276,548.91 18.31 


“The insurance fund has been increased during the year 
by $27,221, making a’ total now in the fund of $134,467. Of 
this amount, $107,000 is invested in the 5 per cent consoli- 
dated bonds of the company, and the balance is in cash 
ready for investment. 

“An appropriation from surplus of $100,000 has been made 
to the contingent reserve fund, to which there was charged 
during the year $65,488. ‘ 

Grace Pe coy with the City of Minneapolis, 
the right was claimed by the city to alter and amend the 
ordinance or contract under which the Minneapolis Street 
Railway Company was operating on the ground that said 
original ordinance or’ contract was forfeited when the com- 
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pany accepted the electric franchise granted it in 1890. 
Acting on this theory, an ordinance was passed by the city 
to compel the company to sell six tickets for 25 cents. The 
company at once brought suit in the Federal court to have 
the issue definitely decided. The decision of the Federal 
court was that our original ordinance was a contract which 
could not be altered or amended by the city, without the 
consent of the company thereto. The city thereupon carried 
the case to the United States Supreme Court. On Jan. 3, 
1910, that court affirmed the decision of the lower court. By 
this decision the franchises of your company have been 
fully sustained. From the fact that the same question as 
to the St. Paul ordinance or contract was settled in 1904, 
the validity of the company’s ordinances of contracts with 
the Twin Cities, or its right to charge a full 5-cent cash 
fare in each city cannot be further questioned.” 

The capital charges for new construction during the year 


amounted to $846,112, of which $327,916 was for car equip- 
ment, 


Traffic statistics compare as follows: 


: 1909. 1908. 1907. 
Revenue passengers carried......, 135,729,811 123,508,388 117,414,6 
Transfers. redeemed. .............. 44,124,296 39,830,225 pe aed 


Quarterly Earnings of New York City Companies 


The Public Service Commission of the First District of 
New York has issued a statement comparing the earnings 
of the railways in New York City for the quarters ended 
March, 1910, and March, 1909. Following are the princi- 
pal operating figures for several of the large properties: 


QUARTERS ENDED MARCH 31, 1910, AND 1909. 


be er 5 
4 3 1 Lo a @ wo 
o »~ ~~ fo} (2) 
5m & g SZ ate oe 
oc ae a8 53 Es 
o§ 22 aye 59 oy 
>o > Bs) Ss 
g2 ks S oS ae 
a3 =e =e ove gag 
> gen s* Ys Hod 
nn fai fa a Oona, 
Hudson & Manhattan: 
LOW Omemecers mimereye iy ees, ono + $648,576 $261,110 $387,466 $563,771 
TOGO suaracretmeteeaaraierere cre 5's 211,743 132,518 79,225 200,693 
Interborough Rapid Transit 
Elevated Div., ro1o0... 3,791,067 1,605,651 2,185,416 1,811,999 
Subway Div., rg10o.- 3,814,203 1,226,02 2,588,175 2,614,582 
Both Div., 1909 7,039,526 - 2,723,614 4,315,912 4,169,254 
Brooklyn Rapid Transit: 
1910 4,866,796 3,167,713 1,699,082 1,476,704 
1909 4,468,665 3,151,537 1,317,128 1,108,137, 
Metropolitan St. R 
1910 3,440,880 2,570,326 870,554 639,556 
1909 3:317,241 2,302,424 1,014,817 7031344 
Third Ave. Railroad: ° 
Bon Oy ee SKA] Oc Oye ETO 1,871,034 1,231,529 640,405 567,492 
LOOM ysacawille tolsteea a wise s 1,638,290 - 1,179,231 459,059 392,548 
Coney Island & Brooklyn: : ; 
LOUOm eel ets risers: ss 285,507 (a)209,949 (a)75,558  (a)56,201 
LOGO taltaeiteti dc. se ss 285,468 190,397 95,071 86,902 
Grand Total, all companies 
TA DR apace eva a Es, Sly SRABIORS 19,221,923 10,788,008 8,433,915 7,721,980 
TOS) ee SRA 5 Sie OO 17,409,647 10,137,904 7,271,743 6,659,744 


(a) Includes construction plant. 


Belton & Temple Traction Company, Belton, Tex.—The 
court has confirmed the sale of the property of the Belton 
& Temple Traction Company under foreclosure to the 
representatives of the bondholders of the company. 


Chicago (Ill.) Consolidated Traction Company.—Judge 
Grosscup, of the United States Supreme Court, has made 
public his finding in the controversy between bondholders of 
the Cicero & Proviso Street Railway Company and the Chi- 
cago Railways Company. C. G. Goodrich, president of the 
Twin City Rapid Transit Company, and George G. Moore, 
financial director of the Michigan United Railways, assisted 
Judge Grosscup in an advisory capacity in reaching the de- 
cision in this case. The finding is as follows: “1. We 
adopt the reorganization plan as made requiring that $381,- 
000 of receiver’s certificates be paid by the Chicago Rail- 
ways Company in cash. 2. We adopt the reorganization 
plan in so far as it provides for the payment of the back 
interest by funding bonds. 3. We find the value of the 
Cicero and Proviso properties to be $1,260,000 instead- of 
$1,150,000. 4. We divide the securities to be given the 
bondholders as follows: $630,000 of purchase bonds. and 
$650,000 of funding bonds instead of $300,000 of purchase 
bonds and $850,000 of funding bonds as provided in the 
original plan.” Judge Grosscup declared that the report 
was the independent judgment of himself and of both of his. 
advisors. 
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Charleston (S. C.) Consolidated Railway & Lighting 
Company.—This company has formally acquired, under a 
99-year lease, dated June 21, 1910, the property of the 


Charleston Consolidated Railway, Gas & Electric Company. . 


The lease provides for payment of interest on the outstand- 
ing bonds and rentals sufficient to pay dividends of 6 per 
cent on $500,000 of preferred stock and on the $1,500,000 
of common stock as follows: 4 per cent to July 1, I9II; 
5 per cent to Jan. 1, 1913, and 6 per cent thereafter. 


Dartmouth & Westport Street Railway, New Bedford, 
Mass.—The Dartmouth & Wesport Street Railway has 
called for payment on Oct. 1, 1910, at the office of the In- 
ternational Trust Company, Boston, Mass., at 105 and in- 
terest the $90,000 of first mortgage 20-year 5 per cent 
bonds of the company dated 1895. The Railroad Commis- 
sion recently authorized the company to issue $237,500 ad- 
ditional capital stock at $150 a share to retire these bonds 
and to pay for improvements. 

Eastern Ohio Traction Company, Cleveland, Ohio—The 
segregated parts of the Cleveland & Eastern Traction Com- 
pany, the property of which was sold under foreclosure re- 
cently, will be operated by the Cleveland & Eastern Trac- 
tion Company and the Cleveland, Youngstown & Eastern 
Railway. The officers of both companies are H. P. Mc- 
Intosh, president; H. Clark Ford, vice-president; Robert D. 
Beatty, secretary and general manager, and C. A. Taylor, 
treasurer. The directors with one exception are also iden- 
tical. For the Cleveland & Eastern Traction Company they 
AEeuLiee be viclntosie Le mHondwnertiagman, VW, D. Reese; 
Henry White and W. N. Bates. For the Youngstown & 
Eastern Railway the directors are the same except that 
E. W. Moore replaces W. D. Reese. The capital stock of 
the Cleveland & Eastern Traction Company has been in- 
creased from $10,000 to $1,100,000. 


Interborough-Metropolitan Company, New York, N. Y. 
—It has been announced that the subject of the retirement 
of a portion of the Interborgugh-Metropolitan Company’s 
$67,825,000 of 4% per cent collateral trust bonds will be 
brought before the directors of the company for consid- 
eration at their meeting in September, 1910. 


Metropolitan Street Railway, New York, N. Y.—Judge 
Lacombe, of the United States Circuit Court, has filed a 
formal order authorizing the discontinuance of two suits 


commenced by William W. Ladd, receiver of the New 
York City Railway, against the Metropolitan Securities 
Company and the Interborough-Metropolitan Company. 


The recommendations of Judge Lacombe regarding the set- 
tlement of these suits were referred to in the Etercrric 
RAILWAY JOURNAL of July 16, I910, page 125. 


New Hampshire Electric Railways, Haverhill, Mass.— 
A dividend of 1% per cent has been declared on the pre- 
ferred stock, payable on July 30 to holders of record July 
20. This dividend compares with the payment of I per cent 
semi-annually since July, 1908. 


New York, New Haven & Hartford Railroad, New Haven, 
Conn.—A list of shareholders of this company, as of April 
I, 1910, shows the Adams Express Company as the owner of 
34,730 shares. The Pennsylvania Railroad Company held 
34,900 shares on the date named, but has since acquired 
nearly 25,000 shares additional. The New England Naviga- 
tion Company held 172,946 shares. The Mutual Life In- 
surance Company of New York owned 35,640 shares. Peter 
C. Dolan, of Pittsfield, owned .1000 shares. 


Power, Transit & Light Company, Bakersfield, Cal.— 
Control of the Power, Transit & Light Company is said 
to have passed to interests identified with the San Joaquin 
Light & Power Company, Fresno, Cal., through the pur- 
chase of the holdings of John Martin, San Francisco, Cal., 
and Frank Drum, Oakland, Cal., in the Power, Transit & 
Light Company. 


‘Springfield (Mass.) Street Railway.—The Springfield 
Street Railway has petitioned the Railroad Commission for 
approval of the agreement for the purchase of the franchise 
and property of the Springfield & Eastern Street Railway. 
Under the agreement the shares of the Springfield Street 
Railway are to be exchanged share for share with the 
Springfield & Eastern Street Railway, and the capital stock 
of the former company is to be increased $900,000. 
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Trafficand Transportation 


Cash Bonuses in Washington 


On July 1, 1908, the Capital Traction Company, Washing- 
ton, D. C., adopted the merit system to govern the depart- 
ment of motormen and conductors and to stimulate and 
encourage the employees in performing their duties prompt- 
ly, faithfully and intelligently. In accordance with the 
provisions of that system the company has recently dis- 
tributed among 311 employees the sum of $18,825 which 
was earned by them in performing their duties faithfully 
during the year which ended on June 30, 1910. Originally 
the employees were divided into three classes, A, B and C, 
Class A, comprising all men who had served 
the company satisfactorily for two years. Class B, com- 
prising all men who had served the company satisfactorily 
Class C, comprising all men who had served 
the company satisfactorily for 10 years. On July 1, 1908, 
Class X was created, to comprise all men who had served 
the company satisfactorily for one year. 

Awards of bonuses are made among the members of the’ 
various classes, as follows: 

For each additional year of good and efficient service 
members of Class A receive as a gratuitous reward $50 
until they have served five years, and. thereby become 
eligible to membership in Class B. 

Members of Class B receive for each additional year of 
good and efficient service $75 until they have served 10 
years, and thereby have become eligible to membership 
in Class C: 

Members of Class C, for each additional year of good and 
efficient service, under like conditions, receive $100. 

Members of Class X receive $25, and at the completion of 
a year of service become eligible to Class <A. 

The awards are made by a board of three members, con- 
sisting of the president of the company, the second vice- 
president and general manager, and the superintendent of 
the particular division to which the employee belongs. An 
employee renders himself ineligible to receive the reward 
if within the year the record charges him: 

1. With six reprimands for violations of the rules or 
regulations severally of the company; or j 

2. With two reprimands for the violation of the same rule 
or regulation, and three reprimands for the violation of the 
rules and regulations severally; or 

3. With one suspension and two reprimands for the vio- 
lation of the rules and regulations severally; or 

4. With two suspensions; or 

5. With continued indifference and inattention in service, 
without a positive violation of rule or regulation when said 
inattention or indifference has been called to his attention 
at least three times within the year by the general manager. 

Dismissal, of course, forfeits all opportunity for reward. 

To make the action of the board which bestows the re- 
wards more certain the following rules were adopted to 
apply to the violation of rules governing operation: 

1. A violation or breach of rule or regulation, governing 
operation, but not causing accident or loss, shall subject the 
offending conductor or motorman to reprimand. 

2. A second violation or breach of the same rule or regu- 
lation will subject the offender to suspension. 

3. A third violation of the same rule or regulation will 
subject the offender to dismissal. 

4. A violation or breach of rule or regulation, governing 
operation, and causing accident in the loss of life, injury to ° 
person or destruction of property, will subject the offender 
in the discretion of the company to suspension or dismissal, 
and when such violation or breach is attended by evidence 
of gross carelessness or recklessness, or a wilful disregard 
of the employee’s obligation to the company or to pas- 
sengers or to the public, the offender shall be dismissed 
from the service. 

5. A violation of two or more different rules or regu- 
lations governing operation will in the discretion of the 
company be punished by reprimand, stspension or dis- 
missal, according to the number of offenses and _ their 
gravity. 

The following rules were adopted to apply to the viola- 
tion of rules and regulations governing the conduct and 
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deportment of conductors and motormen, and their treat- 
ment of passengers: 

I. A violation or breach of any rule or regulation, gov- 
erning the conduct of conductors and motormen in their 
relation to the company, or to passengers, or to the public 
while on duty will for the first offense entail reprimand, for 
the repetition of the same offense suspension, and a third 
breach of the same rule or regulation will in the discretion 
of the company be punished by dismissal. 

2. A breach of several different rules regulating conduct 
will, in the discretion of the company, be punished by repri- 
mand, or suspension, or dismissal, according to the number 
and gravity of these offenses. 

3. Continued indifference in the performance of duty, 
half-hearted service, or unsatisfactory conduct, will subject 
the offender to reprimand, suspension or dismissal. 

4. The use of intoxicants while on duty, or intoxication 
.at any time, dishonesty, false statements or disloyalty to the 
company, are severally offenses that will in all cases incur 
immediate discharge. 

Under the conditions which these rules impose 72 men 
in Class A received $100 each for the year ended June 30, 
1910; 66 men in Class B received $75 each; 94 men in Class 
A received $50 each, and 79 men in Class X received $25 
each. The following letter was addressed by George E. 
Hamilton, president of the company, to each of the men 
who participated in the rewards: 

“Under the merit system you were entered in Class —, 
whose members become eligible for dollars for a year 
of continuous good and efficient service. 

“It is our pleasure to inform you that for the year ending 
July 1, 1910, your record, according to the report of the 
board of awards, entitles you to receive the sum of 
dollars, and accordingly a check for that amount is here- 
with enclosed, together with a receipt, which you will please 
sign and return. 

“In making this communication, I desire to urge upon you 
the necessity of a strict compliance with the rules and regu- 
lations of the company, and a uniform and polite attention 
to the traveling public. The awards made, in addition to 
wages paid, evidence the desire of the company to deal 
fairly and liberally with its employees, and to reward and 
encourage efficient service. This action on the part of the 
company should strengthen in you the desire and effort 
to raise the standard of service of the Capital Traction Com- 
pany to the highest level possible. Obedience to the regu- 
lations, care in the handling of cars, and strict attention 
to passengers will enable you to co-operate with us in the 
accomplishment of the end desired.” 

On July 1, 1909, the total number of conductors and 
motormen jin the service of the company was 624, of whom 
382 were in the classified service. Sixty-seven men were 
dropped from the classified service during the year for 
various reasons, leaving 315 men in this service on June 
30, 1910, 311 of whom received bonuses. On July 1, 1910, 
there were 701 men in the employ of the company, of whom 
A445 are in the classified service and eligible for bonuses 
on July 1, 1911, provided their records merit it. 


Trolley Freight Franchise Granted in Worcester, Mass.— 
The Board of Aldermen of Worcester, Mass., has granted 
the Worcester (Mass.) Consolidated Street Railway a 20- 
year franchise to carry freight on its lines in Worcester. 

Near-Side Stops at Intersections in Baltimore.—The 
ordinance which has been in effect in Baltimore for some 
time providing that street cars shall stop on the far. side of 
intersecting streets has been amended recently. It is now 
provided that cars shall stop on the near side of streets 
where railways intersect. The amendment went into effect 
on July 7, 1910. : 

Seats on Elevated Station Platforms.—The Chicago City 
Council, on July 18, passed an ordinance requiring every ele- 
vated railroad in the city to provide seating accommodations 
for patrons on the outside platforms at all stations. es 
ordinance goes into effect immediately after its pec: 
and provides for a fine of not less than $50 or more than 
$200 per day for each failure to provide seating accommo- 
dations. 

'. California Company Increases Wages of It 
The Central California Traction Company, 


s Employees.— 
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Cal., has announced an increase in wages of its employees. 
The trainmen on the Stockton lines will receive 27 cents an 
hour, an increase of 2 cents an hour over the previous wage 
schedule. The men on the interurban division, between 
Stockton and Lodi, will receive 28 cents an hour, an in- 
crease of I cent an hour. 


Increased Transfer Privileges on Berkshire Street Rail- 
way.—Charles S. Mellen, president of the New York, New 
Haven & Hartford Railroad, has given notice that the 
Berkshire Street Railway will grant transfers between New 
Lenox and Lenox. With the transfers granted in Lenox- 
dale this makes a 5-cent fare in the town of Lenox. The 
company will not grant the request for a 10-cent fare from 
Lenox to Pittsfield. The fare between these points will 
remain 15 cents. 


New York Commission Asked to Reduce Fare.—The New 
York Public Service Commission, Second District, has re- 
ceived a complaint from the board of trustees of the village 
of Wappingers Falls and various residents of that village 
against the Poughkeepsie City & Wappingers Falls Electric 
Railroad Company as to alleged poor service and exorbitant 
rate of fare charged between Wappingers Falls and Pough- 
keepsie. The petition asks for a reduction in fare to daily 
patrons of the road. 


Prevention of Accidents—The paper on the prevention of 
accidents which was presented by E. F. Schneider at the 
meeting of the Central Electric Railway Association at 
South Bend, Ind., on March 24, 1910, was read before the 
members of the Stone & Webster Club of Washington at 
their last meeting by J. M. Wilmot of the Seattle Electric 
Company at the request of A. L. Kempter, president of the 
club. The paper has also been reprinted in full in The Live 
Wire, which is published by the Seattle Electric Com- 
pany. 

Illinois Traction System, Champaign, Il].—The Illinois 
Central Railroad is considering an arrangement whereby 
the Illinois Traction System will operate passenger cars 
for the former company between Decatur and Monticello, 
if it will electrify its line between those two points. At 
present the two lines are competing between those two 
points, and if the arrangement is finally made the Illinois 
Central road will receive all the freight business, while all 
the passenger business will go to the traction line. 


Long Excursion Train on South Shore Route—The 
Chicago, Lake Shore & South Bend Railway, Michigan 
City, Ind., on July 10, 1910, operated successfully an 11-car 
train carrying an excursion party of 900 people from Pull- 
man, Ill, to Hudson Lake, Ind., a distance of 61 miles. 
The train was in charge of W. O. Woodward, traffic man- 
ager of the company. The multiple-unit equipment of the 
Chicago, Lake Shore & South Bend Railway operates with 
single-phase current at 6600 volts. The t1I-car train was 
made up of six motor cars and five trailers, and the crew 
consisted of a motorman, a conductor, a collector and a 
flagman. : 

Signs at Fire Crossings in New York.—The receivers of 
the Metropolitan Street Railway, New York, N. Y., have 
applied to the president of the Borough of Manhattan for 
permission to erect warning signs for passengers at cross- 
ings over which fire apparatus is operated. The design for 
the proposed signs has been approved by the Municipal 
Art Commission. It calls for a post 7% ft. high, bearing a 
board with the words: “Fire Street; Cars Stop This Side.” 
Engines going to and from a fire always pass through cer- 
tain cross streets, and the city traffic regulations require 
cars to stop on the “near” side at “fire” crossings instead 
of the “far” side. 


Indianapolis & Louisville Traction Company Encourages 
Trade. Relations—The Indianapolis & Louisville Traction 
Company is encouraging traffic relations between the towns 
of Southern Indiana and Louisville. R. J. Thompson, of 
the traffic department of the company, in behalf of the 
Louisville Commercial Club, invited the Merchants’ Asso- 
ciation of Seymour, Ind., to visit Louisville this fall as the 
guests of the commercial organization and the invitation 
has been accepted. It is likely that the representatives 


._ from Seymour will be entertained during the State Fair. 


They will go to Louisville in a special car of the Indian- 
apolis & Louisville Traction Company. 
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Traffic and Fare Ordinances Passed in Tacoma.—The 
Municipal Commission of Tacoma has passed an ordinance 
which provides that the Tacoma Railway & Power Com- 
pany, Tacoma, Wash., shall operate a sufficient number of 
cars on all lines between 6 a. m. and 9 a. m. and q p. m. and 
7 p. m. to provide a seat for each passenger from whom a 
fare is demanded. Persons who desire to be transported 
shall not be required to wait longer than 10 minutes for a 
car in which there are vacant seats, according to the ordi- 
nance. The commission has also passed an ordinance to 
prohibit the company from charging more than 5 cents 
fare to any part of the city. Penalties of $50 and $100, 
respectively, are provided for violation of the new ordi- 
nances. 


Standing Passengers in Syracuse——Walter \W. Magee, 
Corporation Counsel of Syracuse, N. Y., says that the Com- 
mon Council of that city has no authority under the fran- 
chise granted to the Syracuse Rapid Transit Company to 
compel the company to increase its facilities. He says that 
the Council has recourse to the Public Service Commission 
of the Second District if it feels that the facilities afforded 
by the company are in any way inadequate. Mr. Magee 
says in part: “It is the duty of a street railway to provide 
reasonable accommodations for the transportation of per- 
sons over its lines. Each person riding upon its cars 
should be provided with a seat, and a failure of the company 
to do so would be a breach of contract; but, if no seat is 
available, such person can stand in the aisle of the car or 
upon the platform thereof, if permitted to do so by the 
company; and such person in consenting to ride in such 
manner waives the right to a seat; and upon refusal to pay 
a fare the company could lawfully eject him from the car.” 


Hearing on Revere Transfers——The Massachusetts Rail- 
road Commission recently gave a hearing on the petition 
of residents of Revere for a 5-cent fare on the Boston & 
Northern Street Railway between Revere and Lynn. The 
petitioners contended that as a 5-cent fare prevails on the 
main line of the company, free transfers should be given to 
points on the branch lines within the town. The petition- 
ers also desired the company to build a loop at Ocean 
Avenue, Revere, to facilitate car movements. Bentley W. 
Warren, Boston, Mass., counsel for the company, stated 
that the loop would cost at least $20,000, and that the com- 
pany does not consider the expense warranted. The com- 
pany could not afford to grant a free transfer to provide a 
5-cent fare to Lynn, as it is already carrying much traffic 
in Revere at a loss. If one branch line was given free 
transfers, all the rest would have the same opportunity to 
ride at reduced cost. No figures were offered by the com- 
pany, but Mr. Warren stated that it stands ready to submit 
any statistics which the commission may desire in connec- 
tion with the case. The board then took the matter under 
advisement and closed the hearing. 


Report of Montreal Street Railway Mutual Benefit Asso- 
ciation.—The report of the Montreal (Que.) Street Railway 
Mutual Benefit Association for the year ended April 30, 
I910, as presented at the annual meeting of the association 
held on June 22, 1910, shows that $14,075.50 was received 
from members for fees and dues, $15,476.53 was received 
from the company, and $13,864.88 was received from a pic- 
nic, interest on investments and interest on bank deposits. 
As there was an accumulated reserve from preceding years 
of $54,237.84, the total revenue for the year was $07,654.75. 
The expenses of management were $30,808.73, making the 
surplus for the year $12,518.18, and the total accumulated 
reserve $66,756.02. The following statement made in the 
report shows the extent of the relief work of the associa- 
tion during the year: Number of members disabled through 
sickness or injury, 705; number of visits made by physi- 
cians to disabled members, 1205; number of consultations 
given by physicians to disabled members, 6131; number of 
prescriptions issued, 5103; amount paid for sickness and in- 
jury, $8,874.90; amount paid for medicine, $1,614.85; amount 
paid for pensions, $289.50; amount paid for withdrawals, 
$99.70; amount paid for death and burial insurance, 
$12,183.35. W. G. Ross, president, calls attention to the 
fact that the amount paid out in death and burial benefits 
is almost double that paid out in the preceding year, and is 
almost equal to the total amount received from the mem- 
bers in fees and dues for the period. ; 


ELECTRIC RAILWAY JOURNAL. 


[Vot. XXXVI. No. 5. 


Personal Mention 


Mr. E. E. Rollins, vice-president of the Kankakee (IIl.) 
Electric Railway, has also been elected secretary of the 
Kankakee & Western Electric Railroad, Kankakee, IIL, to 
succeed William Fraser, deceased. 


Mr. Allison P. Lathrop, president of the American Light 
& Traction Company, New York, N. Y., has been elected 
president of the Milwaukee (Wis.) Gas Light Company to 
succeed Mr. Emerson McMillin, now chairman of the board 
of directors. 


Mr. Arthur J. Wolfe has been appointed chief engineer 
of the Scioto Valley Traction Company, Columbus, Ohio, 
to succeed Mr. Julian Griggs, resigned. Mr. Wolfe has been 
connected with the Scioto Valley Traction Company since 
its organization and located the tracks when the line was 
built. Later, when the road was extended to Chillicothe, 
he was made resident engineer at Kingston, and following 
that was made assistant engineer, which position he has 
held for four or five years. As chief engineer of the com- 
pany Mr. Wolfe will have his headquarters in Columbus. 


Mr. M. A. Coffey has been appointed superintendent of 
transportation of the West Penn Railways, Pittsburgh, Pa., 
to succeed Mr. J. W. Brown, who has resigned to become 
superintendent of transportation of the Aurora, Elgin & 
Chicago Railroad, Chicago, Ill. Mr. Coffey has been con- 
nected with electric railways for 20 years. He was con- 
nected with the Cumberland Railway, Carlisle, Pa., for 
seven years, and for 13 years was superintendent and man- 
ager of the Pittsburgh, McKeesport & Greensburg Railway, 
Greensburg, Pa. When the latter railway was merged with 
the West Penn Railways Mr. Coffey was continued as 
superintendent. : 


Mr. H. N. Hurt, who resigned recently as superintendent 
of transportation of the Georgia Railway & Electric Com- 
pany, Atlanta, Ga., entered the employ of the Atlanta Con- 
solidated Street Railway as a civil engineer on May I, I8ogI. 
At that time there was only one street railway in Atlanta 
equipped with electricity. The rest were operated by horses. 
For two years after entering the service of the company Mr. 
Hurt was engaged in equipping dummy and horse car lines 
with electricity. On May Tf, 1893, he was made superin- 
tendent of transportation of the company and continued in 
that capacity until quite recently. Prior to entering street 
railway work Mr. Hurt was connected with steam railroads. 
in Alabama, Florida, Kentucky and Georgia. 


Mr. J. P. Clark has been elected vice-president and gen- 
eral manager of the Piedmont Traction Company, Char- 
lotte, N. C., which is building an electric railway from 
Charlotte to Spartanburg,’*S. C. Mr. Clark also holds the 
same position with the Greenville, Spartanburg & Ander- 
son Railway, which owns the Anderson (S. C.) City Rail- 
way, and operates an interurban line from Anderson to 
Belton. An extension of this line is now under construc- 
tion from Belton to Spartanburg, and other points in South 
Carolina. This company is closely allied with the Piedmont 
Traction Company, and will form a part of the system. In 
taking charge of these properties, Mr. Clark has retained his 
financial interests in the Michigan United Railways, and is 
still one of the vice-presidents of that company. Mr. Clark 
has been connected with electric railways for the past 20 
years. During that period he has been with Stone & Web- 
ster, Boston, Mass., and has been active in the management 
of a number of properties. : 


Mr. H. B. Nichols, engineer of way of the Philadelphia 
(Pa.) Rapid Transit Company, has been appointed chief 
engineer to succeed Mr. W. S. Twining, who has resigned. 
Mr. George B. Taylor has been appointed engineer of way 
to succeed Mr. Nichols. Mr. C. B. Voynow and Mr. 
Thomas K. Bell have been appointed assistant engineers of 
way. Mr. Bell began his business career with Isaac A. 
Shepard & Company, Baltimore, Md., and retained this con- 
nection for eight years, passing through the various 
branches of the iron industry. After this experience he | 
completed a course at Maryland Institute, graduating in 
1890. After graduation he spent one year with the Pitts- 
burgh Locomotive Works, in general engineering work, and 
then one year with R. D. Wood & Company, Camden, N. J., 
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on special hydraulic tool and machine work. In 1893 he 
entered the employ of William Wharton, Jr. & Company 
as draftsman, and in 1899 was made chief draftsman. About 
1904 he was made chief engineer of the company. In 1906 
he resigned to become chief engineer for the Interstate 
Railways, Philadelphia. 

Mr. Nelson Graburn has resigned as master mechanic of 
the Montreal (Que.) Street Railway to engage in the rail- 
way supply business in British Columbia. Mr. Graburn 
served an apprenticeship with the Canadian Pacific Railway 
as mechanical engineer from 1881 to 1887, when he became 
connected with the Edison Electric Illuminating Company, 
Brooklyn, N. Y. In 1899 he resigned from the latter com- 
pany to take the students’ course in electric railway work 
at the Lynn works of the Thomson-Houston Company. 
After completing this course Mr. Graburn was sent to 
Canada by the General Electric Company to look after con- 
tracts. He resigned this position to become assistant elec- 
trical engineer of the Montreal Street Railway. In 1804 
Mr. Graburn was appointed electrical engineer and assistant 
superintendent of the Montreal Street Railway, and in 
1899 he resigned from the company to become consulting 
engineer of the Compagnie Générale de Traction, Paris, 
France. Subsequently the electrification of the Alexandria 
& Ramleh Railway, Alexandria, Egypt, was carried out un- 
der his supervision. Mr. Graburn re-entered the service of 
the Montreal Street Railway as master mechanic in Sep- 
tember, 1904. 


Mr. V. F. Fabian has been appointed assistant superin- 
tendent of the Western Massachusetts Street Railway, 
Westfield, Mass., to succeed Mr. William Walker, who as 
previously announced in the Erecrric RAtLway Journav has 
been appointed assistant superintendent of the Milford, 
Attleboro & Woonsocket Railway, Milford, Mass., and the 
Interstate Consolidated Street Railway, North Attleboro, 
Mass. For several years Mr. Fabian, who is 28 years 
old, was in the employ of the Northern Pacific Railway in 
various departments at St. Paul, Minn., Fort Dodge, Ia., and 
Livingston, Mont. He resigned from the Northern Pacific 
Railway to become secretary to Mr. L. S. Storrs, president 
of the New England Investment & Security Company. Mr. 
Fabian desired to become versed in the management of 
electric railways and in April, 1909, was appointed dis- 
patcher on the Worcester & Blackstone Valley Street Rail- 
way and the Uxbridge & Blackstone Street Railway with 
headquarters at Uxbridge, Mass. From January, 1910, until 
he was appointed assistant superintendent of the Western 
Massachusetts Street Railway, Mr. Fabian was connected 
with the power station and track department of the Wor- 
cester (Mass.) Consolidated Street Railway. 

Mr. Philander Betts was appointed on July 19 chief engi- 
neer of the Board of Public Utility Commissioners of New 
Jersey. Mr. Betts is a resident of Hackensack, although he 
has been acting as consulting engineer and expert in Wash- 
ington for several years, and is also assistant professor of 
electrical engineering at George Washington University. 
He graduated in 1891 from the electrical course of Rutgers 
College, New Brunswick, and later entered the employ of 
the Field Engineering Company, New York, for whom he 
superintended the electrical equipment of roads in Newark 
and Philadelphia. In June, 1803, he became associated with 
the Westinghouse Electric & Manufacturing Company, for 
whom he equipped railway power stations at Hazleton, Pa., 
Gloucester, N. J., and other cities. While on this work he 
carried on many tests on power consumption, the effect of 
grades, curves, etc., which he embodied in a thesis for 
which Rutgers College gave him the degree of Master of 
Science, in 1895. While in Washington he has been en- 
gaged as expert principally in electric lighting and electric 
power distribution problems, a large part of it being for the 
Washington Railway & Electric Company, for whom he has 
also done expert work in the electric railway field. He is 
a member of the Washington Society of Engineers, of the 
A. I. E. E., and is chairman of the Washington section of 
the latter organization. He is also a member of the Illumi- 
nating Engineering Society and of the Society for Pro- 
moting Engineering Education. He was the author of an 
article in the Execrrtc RAILWAY JOURNAL of March 12, 1910, 
on the reconstruction of one of the electric lines in Wash- 
ington. 
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Construction News 


Construction News Notes are classified under each head- 
ing alphabetically by States. 

An asterisk (*) indicates 
reported. 


a project not previously 


RECENT INCORPORATIONS 


*Fairview & Oklahoma City Railway, Oklahoma City, 
Okla.—Chartered in Oklahoma to build a 4%4-mile railway 
from Fairview to Rusk. Capital stock, $100,000. Incorpora- 
tors: O. E. Snyder, Oklahoma City, president; H. A. Noah, 
Alva, secretary; M. M. Fulkerson, Alva, treasurer; W. D. 
Bowling, H. A. Bower, H. Clay Willis, all of Fairview, vice- 
presidents. 

*Norristown Transit Company, Harrisburg, Pa.—Incorpo- 
rated in Pennsylvania to build a 4-mile electric railway in 
Norristown on Swede Street, Airy Street and Marklay Street 
to the Borough line and return by the Old Swede Road. 
Capital stock, $25,000. Incorporators: Charles E. Ingersoll, 
president; Penllyn McAllister, St. Martin’s; G. H. Frazer, 
Jenkintown; E. B. Smith, Cwynedd Valley; Gerland Hols- 
man, Philadelphia, and H. S. Farquhar, Bryn Mawr. 


FRANCHISES 


San Francisco, Cal.—The United Railroads has been 
granted permission by the Board of Public Works to lay 
its tracks on Presidio Avenue from Jackson Street to Cali- 
fornia Street. 


Carterville, Ill—The Egyptian Traction Company, Eldo- 
rado, has been granted a 50-year franchise by the Council 
to build an electric railway in Carterville. It has also been 
granted a similar franchise by the Councils of Carbondale 
and Dorrisville. The company will ask for franchises in 
Marion and Crainville. This is part of a plan to build a 
proposed 1oo-mile railway to connect Mt. Vernon, Ind., and 
Murphysboro, Ill. T. E. K. Hixon, Eldorado, general man- 
avers qiteeke J. July.o, “ro: 

Chicago, Il]—The Chicago City Railway has been granted 
a franchise by the Council to build the Riverdale extension 
from Gardner’s Park to the city limits at 138th Stréet. A 
franchise was also granted this company for an extension of 
the Stony Island Avenue line north to Fifty-sixth Street. 


South Holland, Ill—The Eastern Illinois Railway, a sub- 
sidiary company of the Consolidated Railways, Chicago, 
has asked the Village Board of South Holland for a fran- 
chise to build a railway in South Holland. 


Milford, Ind.—Omar Neff, Milford, has been granted a 
franchise by the County Commissioners to build an inter- 
urban railway from Bremen to Mishawaka via Woodland. 
LE. Re J May: 21; *10:] 

Baltimore, Md.—The United Railways & Electric Com- 
pany, Baltimore, has been granted a franchise by the Balti- 
more County Commissioners to extend its Monument Street 
line to Orangeville. 

Egremont, Mass.—The Berkshire Street Railway, Pitts- 
field, has asked the Council for a franchise to build a rail- 
way in Egremont. A similar franchise will be asked by the 
company at Great Barrington. This is part of a plan to 
build an extension of this railway from the end of the line 
at Great Barrington to South Egremont, a distance of 4 
miles. It is expected that work will be soon started. 


Springfield, Mass.—The Springfield Street Railway has 
been granted a franchise by the City Council to build an 
extension of the St. James Avenue line to connect with 
Chicopee. 

Auburn, N. Y.—The Auburn & Syracuse Electric Railroad, 
Syracuse, has been granted a franchise by the Common 
Council to double-track its line in East Genesee Street, Au- 
burn, thereby insuring the early construction of the proposed 
cut-off between Skaneateles and Auburn. The work of 
double-tracking will be started immediately and that of 
building the cut-off some time early next year. 

Corning, N. Y.—The Corning & Painted Post Street Rail- 
way has been granted a franchise to double-track its rail- 
way in Corning. 

Albany, Ore—The Albany Interurban Railway has been 
granted a franchise by the Council to build an electric rail- 
way over certain streets in Albany. This proposed railway 
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will connect Albany, Sweet Home, Lebanon, Brownsville 
and Holley. P. A. Young is interested. [E. R. J., May 14, 
’T0.] 

Eugene, Ore.—The Oregon Electric Railway, Portland, 
will ask the City Council for a franchise to build an exten- 
sion of its lines through Eugene. It is the intention of this 
company to build to Eugene. 


Butler, Pa—The Pittsburg, Butler, Slippery Rock & Grove 
City Railway, Butler, has been granted a franchise by the 
Supervisors of Brady Township to build its lines in Brady. 
Franchises have been granted to this company by the Super- 
visors of Slippery Rock, Mercer, Pine and Liberty. J. A. 
Smith, Butler, secretary. [E. R. J., Apr. 30, ’10.] 

*Norristown, Pa—The Norristown Transit Company has 
been granted a franchise to build an electric railway on 
Swede Street, Airy Street and Markley Street in Norris- 
town. The franchise also gave permission to construct 
elevated tracks from Schuykill River at Swede Street to 
Penn Street. 


Waynesburg, Pa.—The Waynesburg & Blacksville Street 
Railway has been granted a certificate of extension by the 
Secretary of State to extend its lines from Waynesburg 
via Rogersville, Rutan, Graysville and Crow’s Mill to the 
West Virginia State line, a distance of 26 miles; also from 
Graysville to Wheeling Creek and Templeton’s Fork, thence 
across the divide near West Finley and to the State line, a 
distance of 12 miles; also from Waynesburg via Grimes to 
Ruffs Creek. Samuel Eakin, Wadestown, W. Va., presi- 
dente [Bide |.» May wanton] 

Bellingham, Wash.—The Bellingham-Skagit Railway has 
asked the City Council for a franchise to build an electric 
railway in Bellingham. This is part of a plan to build an 
interurban railway to connect towns in Bellingham and 
Skagit County. Chas. M. Drummond, president. [E. R. J., 
June 18, ’Io.] 

Seattle, Wash.—The Seattle, Renton & Southern Railway 
will ask the City Council for a franchise for a line on Stewart 
Street and to eliminate certain rights from its original fran- 
chise. 

*Romney, W. Va.—Ira V. Cougill and R. P. Monroe have 
asked the County Court of Hampshire County for a 50-year 
franchise to build an electric railway between Romney, 
W. Va., and Winchester, Va., via Augusta, Pleasant Dale, 
Hanging Rock and Canopy Bridge, Hampshire County, to 
the Virginia and West Virginia State boundary. 


TRACK AND ROADWAY 


Pacific Electric Railway, Los Angeles, Cal—This com- 
pany has nearly completed preliminary arrangements for 
building a new line between Los Angeles and Pasadena. 

San Joaquin Valley Electric Railway, Stockton, Cal.— 
This company is reported to have secured financial backing 
for building its proposed 32-mile railway to connect Stock- 
ton and Modesto. It is expected to eventually continue this 
line to Fresno. Morris L. Brackett is interested. [E. R. J., 
May 14, ’I0.] : 

Grand Junction & Grand River Valley Railway, Colorado 
Springs, Col.—It is stated that this company, which recently 
opened its line between Grand Junction and Fruita, will ex- 
tend it the entire length of the Grand River Valley. 

Augusta-Aiken Railway & Electric Company, Atlanta, Ga. 
—It is announced that Redmond & Company, New York, 
N. Y., who have closed a deal for the holdings of the E. H. 
Harriman estate in the stocks and bonds of this company 
and allied properties, propcse to build an interurban elec- 
tric link from Atlanta, Ga., to Columbia, S. C., via Augusta, 
a distance of 280 miles. It is stated that preparations for 
extending the line will be started without delay. 

Chicago, Ill.—It is stated that bids will soon be called for 
to remove columns on the elevated structures and other 
changes to permit the installation of several new through 
routes on the surface lines. 

Decatur Southern Traction Company, Decatur, I1l.—The 
stockholders of this company will hold a meeting Aug. 31 
to vote on an increase of capital stock from $25,000 to 
$1,500,000, and to mfortgage the property and issue bonds. 
H. C. Simmons, Virden, secretary. [E. R. J., July 23, ’10.] 

Freeport, Ill—W. T. Raleigh, Freeport, promotor of a 
proposed electric railway to connect Freeport, Polo and 
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Dixon, has revived interest in the project and it is probable 
that surveys will soon be started. [E. R. J., June 5, *t0.] 

*Palatine, Ill—The amount necessary to insure the build- 
ing of a proposed electric railway from Palatine through 
Lake Zurich to Wauconda has been subscribed and.it is 
said surveys for the line will be made this fall. Power will 
be obtained from the North Shore Electric Company. 


*Springfield & Central Illinois Traction Company, Spring- 
field, Ill.—Isaac A. Smith, Bank of Commerce Building, St: 
Louis, Mo., promoter of this company, announces that sur- 
veys will soon be started and right-of-way obtained for this 
projected 225-mile interurban railway to connect Spring- 
field, Pawnee, Morrisonville, Hillsboro, Coffeen, Greenville, 
Carlyle and Centralia. A branch line will be constructed 
from Coffeen connecting Vandalia, Kinmunday, Flora and 
Mount Carmel, and another connecting Greenville, Alham- 
bra, Edwardsville and East St. Louis. 


Mississippi Valley Interurban Railway, Springfield, Tll.— 
This company has started grading on its new extension 
from Rochester to Pawnee. 

Sioux City (Ia.) Service Company.—This company re- 
ports it has now under construction 114 miles of new track. 


Louisville, Lincoln Farm & Mammoth Cave Traction 
Company, Glasgow, Ky.—It is reported that this company 
will let contracts about Sept. 1 for building this projected 
6o-mile railway to connect Louisville and Mammoth Cave. 
There will be two steel bridges and a water power station 
at Green River. J. M. Richardson, president. [E. R. J., 
July .233eiog 

*Louisville, Ky—A company has been organized to build 
a line from Louisville, Ky., to French Lick, Ind., with the 
expectation that the farmers and business men along the 
line will assist financially in the undertaking. The inten- 
tion at present is to operate with the McKeen motor car. 
The line, as now laid out, will touch Paoli, Chambersburg, 
Hardinsburg, Fredericksburg, Palmyra, Greenville, Galena, 
Mooresville, New Albany and other points. 


Bangor Railway & Electric Company, Bangor, Me.—This 
company is making surveys for an extension of the Ham- 
mond Street division from its present terminus at Fairmont 
to Northern Maine Junction in Hermon. 


Hampden Railway, Springfield, Mass.—This company, re- 
cently incorporated to build a 25-mile railway between 
Springfield and Bondville, with a spur to Holyoke, advises 
that it will petition the Board of Railroad Commissioners 
for a certificate of exigency as scon as the necessary pre- 
liminary arrangements, etc., have been completed. This 
line will connect with the Massachusetts division of the 
Boston & Maine Railroad at Bondsville, and will also con- 
nect with the New London Northern, a division of the 
Grand Trunk System near .Bondsville. A. D. Robinson is 
one of the directors. [E. R. J., July 16, ’10.] 


Owosso & Corunna Electric Company, Owosso, Mich.— 
This company, it is said, will lay new rails over the whole 
line with the exception of the paved district of Owosso. 


Twin City & Lake Superior Railway, Minneapolis, Minn. 
—This company, it is stated, has secured financial backing 
and will soon resume construction of its proposed 130-mile 
electric line to connect Minneapolis and Duluth. It will be 
a third-rail line and power will be obtained from the St. 
Louis River. 


St. Joseph & Savannah Railway, St. Joseph, Mo.—This 
company has let the contracts to the J. H. Flick Construc- 
tion Company, Chicago, for building its proposed 15-mile 
railway between St. Joseph and Savannah. The bridges will 
include one pile trestle 500 ft. long and 50 ft. high, and nine 
smaller trestles from 14 ft. to 56 ft. long. John H. Van 
Brunt, St. Joseph, president. [E. R. J., June 25, ’10.] 


St. Louis-Kansas City Electric Railway, St. Louis, Mo.— 
According to a statement of D. C. Nevins, president, this 
company is said to have floated an issue of $15,000,000 in 
bonds in Paris for the construction of its line. It is ex- 
pected that construction -will be started soon. The line as 
projected will connect St. Louis and Kansas City via Blue 
Springs, Oak Grove, Odessa, Higginsville, Marshall, Arrow 
Rock, New Franklin and Columbia, tapping the coal fields 
of Missouri. Power houses are to be built near the coal 
fields. D. C. Nevins, president. [E. R. J., June 18, ’10.] 
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*Dakota, Neb.—M. O. Ayres, Dakota, and associates have 
raised $2,000, which will assure the building of a s-mile 
electric railway from Dakota to Sioux City, tas 


Hudson Valley Railway, Glens Falls, N. Y.—This com- 
pany has been granted permission by the Public Service 
Commission, Second District, to exercise a franchise granted 
in Saratoga Springs, whereby the Glens Falls division is 
connected with the Waterford division. The company is 
allowed to construct its track over the Boston & Maine 
Railroad at grade, provided it constructs and maintains a 
trolley trough and derails in its track, 


Columbus, Mt. Vernon & Mansfield Railway, Columbus, 
Ohio.—It is said that the capitalization of this company 
will be increased to $2,000,000 within a short time and that 
authority will be secured to issue a like amount of bonds. 
More than one-fourth of the bonds have already been sub- 
scribed. J. M. Adams is interested. [E. R. J., July 23, ’10.] 


Tri-State Traction Company, Steubenville, Ohio.—This 
company reports it expects to rebuild about 1 mile of track 
in Wellsburg, W. Va., this summer. 

Berlin & Bridgeport Electric Street Railway, Berlin, Ont. 
—This company reports it has recently contracted for ma- 
terial to build a new iron bridge 105 ft. long over the Grand 
Trunk Railway. 

Berlin & Waterloo Street Railway, Berlin, Ont., Can— 
This company reports it will purchase during the next six 
weeks derail and interlocking apparatus. V. S. McIntyre, 
Berlin, general superintendent. 

Chatham, Wallaceburg & Lake Erie Railway, Chatham, 
Ont.—This company advises it expects to soon complete 
3% miles of track to Pain Court, Dover Township, Ont., 
Can., and also to build a 50-ft. steel bridge over the new 
Government dredge cut in Dover. 

Hamilton, Waterloo & Guelph Railway, Hamilton, Ont.— 
This company is reported to be securing financial backing 
for its new lines between Hamilton and Berlin and Hamil- 
ton and Guelph. John Patterson, general manager. 


Albany (Ore.) Interurban Railway.—This company, re- 
cently incorporated, has completed surveying and construc- 
tion will scon start on its proposed 8s-mile electric railway 
to connect Albany and Sweet Home, thence across the foot- 
hills to Holly and down through the Calapooia valley, 
reaching Albany again via Brownsville, thereby completing 
a circle. The enterprise is financed by local capital, and 
the officers are: P. A. Young, president and general man- 


‘ager; Geo. H. Crowell, secretary; A. C. Schmitt, treasurer; 


W. H. Davis, M. J. Cameron and W. A. Barrett. 


Berwick & Nescopeck Street Railway, Berwick, Pa.—This 
company reports it expects to place contracts during the 
next 4 weeks for building from 4 to 8 miles of new track. 


South Dakota Interurban Railway, Centerville, S. D— 
This company has filed with the Secretary of State an 
amendment to its articles of incorporation, increasing the 
capital stock from $1,000,000 to $2,000,000. The company 
proposes to make Chamberlain on the Missouri River its 
western terminal, instead of Bijou Hills, which has been 
the terminal under the provisions of its original charter. 
While no construction work has been done on this line, 
the promoters have been busy securing right of way and 


completing other preliminary work. W. E. Miller, Bijou 


Hills, president. [E. R. J., July 9, ’10.] 

Tennessee Traction Company, Memphis, Tenn.—This 
company has completed preliminary surveys and is securing 
right-of-way for its proposed 210-mile railway from Mem- 
phis to Jackson. It is expected to raise the capital stock 
of the company from $50,000 to $1,000,000. Geo. E. Bus- 
nell, Memphis, general manager. [F. R. J. Apr Oo; r0)] 

Vancouver (Wash.). Traction Company.—This company 
has recently completed and placed in operation a 6-mile ex- 
tension from Vancouver to Sifton. : 

Mount Adams Railway, White Salmon, Wash.—This 
company is said to have awarded the contract to the North- 
west Engineering & Construction Company for surveying 
its proposed 4o-mile electric railway to connect White 
Salmon, Bingen, Bristol, Pine’ Flat, Snowden, Timber Val- 
ley and Glenwood. Work will be started at once. Theo- 
dore F, Shepler, general manager. [F. R. J., June 18, ‘To.] 


ELECTRIC RAILWAY JOURNAL. 205 


Sheridan Railway & Light Company, Sheridan, Wyo.— 
This company is said to have completed preliminary ar- 
rangements for its proposed 13-mile interurban railway 
in Sheridan. Albert Emanuel and Wm. Sullivan, Conover 
Building, Dayton, Ohio, are promoting the line. [E. R. J., 
May 21, ’1o.] 


SHOPS AND BUILDINGS 


Chicago, South Bend & Northern Indiana Railway, South 
Bend, Ind.—This company advises it expects to soon place 
contracts for building a combination freight and passenger 
station at Elkhart, Ind., also one at Niles, Mich. Work is to 
be started shortly. 

Bowling Green (Ky.) Railway—This company states it 
is now building a new concrete car house at Bowling Green. 
H. D. Fitch, president. 

Louisville & Eastern Railroad, Louisville, Ky—This com- 
pany advises it has just placed contracts for building a brick 
fireproof sub-station in Louisville. Richard Meriwether, 
Louisville, Ky. 

Vicksburg (Miss.) Traction Company.—This company 
reports that during the next 6 months it will build a car 
house and repair shop in Vicksburg. W. B. Moorman, 
Vicksburg, general manager. [E.-R. J. Apr. 2, ’10.] 


Public Service Railway, Newark, N. J.—This company 
has awarded a contract to the S. D. Hyde Company, New 
York, for building a new car shed at Clinton Avenye, Spring 
Street.and Elm Street, West Hoboken. The structure will 
be 200 ft. x 220 ft. and will be constructed of steel, brick and 
wood. It will house 80 cars. The cost is estimated to be 
$75,000. 

Chickasha (Okla.) Street Railway.—This company, it is 
reported, will soon build a car house at the corner of Nine- 
teenth Street and Dakota Avenue, Chickasha. The struc- 
ture will be 25 ft. x 100 ft. 

Du Bois Electric & Traction Company, Du Bois, Pa.— 
This company reports that it will place contracts during 
the next 4 weeks for building an addition to its car house 
and repair shop in Du Bois, [May 28, ’10.] 


POWER HOUSES AND SUBSTATIONS 


Sioux City (Ia.) Service Company.—This company states 
it has under construction a new boiler room in Sioux City. 
All material is contracted for. 

Louisville & Eastern Railroad, Louisville, Ky.—This com- 
pany states it has recently purchased two s500-kw rotary 
converters with necessary switch boards, transformers and 
lighting arresters from the Westinghouse Electric & Manu- 
facturing Company. 

Western Massachusetts Street Railway, Westfield, Mass.— 
This company is making additions to its power plant in 
Emery Street, Westfield, which will double the capacity 
of the plant. It will install a new boiler, generator, con- 
denser and engine. 

Vicksburg (Miss.) Traction Company.—This company 
states that during the next 6 months it expects to purchase 
coal-handling machinery for its plant in Vicksburg. W. B. 
Moorman, Vicksburg, general manager. 


Southwest Missouri Electric Railroad, Webb City, Mo.— 
This company expects to soon build a substation in which 
it will install a 500-kw, 25-cycle rotary, transformer and 
switch board. A. H. Rogers, Webb City, general manager. 

Buffalo & Depew Railway, Depew, N. Y.—This company 
reports it has just installed three r10-kw transformers, and 
it is now using power from the Niagara, Lockport & On- 
tario Power Company. 

Elmira Water, Light & Railroad Company, Elmira, N. Y. 
—This company is said to be considering plans for extensive 
improvements to its power plant on Madison Avenue, 
Elmira. F. M. Reynolds, chief engineer. 

Utah Light & Railway Company, Salt Lake City, Utah.— 
This company has awarded a contract to Westinghouse, 
Church, Kerr & Company, New York, N. Y., for the con- 
struction of an I1,000-hp reserve station on the Jordan 
River, near the company’s present transformer station and 
steam plant. The cost of the new plant will be between 
$600,000 and $750,000. 
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ROLLING STOCK 

Bowling Green (Ky.) Railway will purchase at once two 
20-ft. closed cars. 

Bangor & Portland Traction Company, East Bangor, Pa., 
is considering the purchase of a snow plow. 

Ft. Wayne & Wabash Valley Traction Company, Ft. 
Wayne, Ind., will build two cars in its.own shops. 

Northampton (Mass.) Street Railway has ordered three 
28-ft. 8-in. cars from the Wason Manufacturing Company. 

East St. Louis & Suburban Railway, East St. Louis, Ill, 
has ordered one 12-bench open car from the Danville Car 
Company. 

Connecticut Company, New Haven, Conn., has placed an 
order with the Wason Manufacturing Company for nine 
8-wheel snow plows. 


St. Joseph Railway, Light & Power Company, St. Joseph, 
Mo., has purchased five 30-ft. closed pay-as-you-enter cars 
from the American Car Company. 

Columbus Railway & Light Company, Columbus, Ohlio., 
has ordered seven 31-it. 6-in. closed pay-as-you-enter cars 
from the G..C. Kuhlman Car Company. 

Norfolk & Bristol Street Railway, South Walpole, Mass., 
expects to purchase one or two double-truck car bodies and 
trucks, also one double-truck snow plow. 

San Antonio (Tex.) Traction Company has ordered four 
semi-convertible, double truck, pay-as-you-enter cars, 28 ft. 
Io in. long, over all, from the American Car Company. 

Portland Railway, Light & Power Company, Portland, 
Ore., has placed an order with the American Car Company 
for 30 28-ft. 8-in. closed pay-as-you-enter cars and I0 31-ft. 
6-in. cars of the same type. 

Monterey & Del Monte Heights Railway, Monterey, Cal., 
which has under construction a 4%4-mile line between Mon- 
terey and Seaside, is planning to purchase three electric 
trolley or storage battery cars. 

Calgary (Alta.) Street Railway, noted in the Etvecrric 
RAILWAY JOURNAL of June 18, 1910, as having ordered three 
semi-convertible cars from the Ottawa Car Company, Ltd., 
has specified the following details for these cars: 


Seatine Wapacity. sos eee 44 Bumpers ....channel steel 
Weight (car body only), Car trimmings.......Ottawa 

about 20,000 Ibs. Control system........ West. 
Length of body....33ft.6in. Couplers ..Ottawa standard 
Over vestibule..... 45 {t.6in. Curtain fixtures.... Forsythe 


Width over sills..8 ft. 434in. Curtain material...pantasote 
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Over posts at belt...8ft.6in. Fenders ......... Providence 
Sill to trolley base......9ft. Hand brakes........ Peacock 
Height from top of rail to Heating stystem, 

Sills. 7 -k eee B70 Consolidated 
Body 226 2 eee wood Headlights ....Crouse-Hinds 
Interior’ trims: cherry. finish) sangers mie... s 2...’ Ottawa 
Underframe ...... GOMmIpOsitemSediEseeeemees........ Ottawa 
Air brakes....Can. G. E. Co. Seating material.......rattan 
Bolsters, body....... Oita wai Sotapensmerc <i.  . e. ss Root 
Bolsters, truck.........Brill Step treads .......Stanwood 
Brakeshoes 25.544 seer Brill Trucks, type.... Brill 27-G-1 


TRADE NOTES 


Ford, Bacon & Davis, New York, N. Y.—R. L. Crump has 
rejoined the engineering force of Ford, Bacon & Davis and 
is attached to the New Orleans office of the firm. 

John F. Schurch, chief clerk to the president of the Minne- 
apolis, St. Paul & Sault Ste. Marie Railway, has been elected 
treasurer of the Railway Materials Company with office in 
the Old Colony Building, Chicago, Ill. 


Jeffrey Manufacturing Company, Columbus, Ohio, is 
changing the location of its Denver office from 1711 Tre- 
mont Place, and after Aug. 1 will occupy a commodious 
suite of rooms in the First National Bank Building. 

Theodore G. Empie, Wilmington, N. C., a large dealer in 
ties, southern white cedar poles and other timber, advises 
that he is obliged to move his stock within 40 days, owing 
to the sale of the property on which his yards are located. 

He will dispose of his present stock, which includes about 
’ 10,000 poles from 25 ft. to 55 ft. in length, at cost. 
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Berry Brothers, Ltd., Detroit, Mich., manufacturers. of 
varnish, conducted a most successful convention of their 
managers and salesmen at Detroit’on July 6-8. Some 65 of 
their traveling force, many accompanied by their wives and 
daughters, attended. While business matters naturally re- 
ceived the principal attention of those present, a most 
agreeable social program was also followed, including boat 
trips and a banquet. 

Chamberlain & Howell, Chicago, Ill., is a new firm of 
consulting engineers. It is formed by Paul M. Chamber- 
lain, who has been engaged as consulting engineer at the 
Marquette Building, and Sylvester S. Howell, formerly 
with the Underfeed Stoker Company, American Blower 
Company, Green Fuel Economizer Company and other cor- 
porations. The firm pays special attention to the design of 
new power plants, improvements of old plants and general 
power-plant engineering. 

Griffin Wheel Company, Chicago, Ill., has purchased a 
plot of 15 acres in Los Angeles as a site for a new factory. 
The plant will be located at Fifty-fourth Street and Santa 
Fé Street, and will consist of four buildings. The foundry 
will employ nearly 300 men, and will cost, it is estimated, 
$200,000. It will be reached by the Southern Pacific Rail; 
road, and the Atchison, Topeka & Santa Fé Railroad. The 
company will manufacture car wheels at this plant to supply 
its Pacific coast trade hitherto supplied from its plant at 
Denver. 

Edgar Allen American Manganese Steel Company, Chi- 
cago, which is preparing to manufacture manganese steel 
castings of every description, is organizing its selling de- 
partment since its purchase for manufacturing purposes of 
the Chicago Heights works of the American Brake Shoe 
& Foundry Company and the New Castle, Del., plant of 
the Tropenas Steel Company. Associated with the com- 
pany in its manufacturing department are steel experts who 
have had many years of experience in the successful manu- 
facture of manganese steel castings for all-classes of service. 
and the management feels that with modern, well-equipped 


plants, whose product is already favorably known, the pur- 


chaser is assured of prompt delivery and excellent castings. 
The executive and general sales offices will be at 193 Michi- 
gan Avenue, Chicago. W. S. McKee, general sales man- 
ager, will be located there. In addition to these offices the 
various sales agencies which had been established by the 
manganese steel department of the American Brake Shoe 
& Foundry Company will now represent this new com- 
pany. The locations of these agencies are as follows: V. 
W. Mason, Jr., eastern sales agent, 30 Church Street, New 
York, N. Y.; P. M. Vilas, 425 New York Life Building, 
Minneapolis, Minn.; A. T. Herr Supply Company, 414 Ideal 
Building, Denver, Colo.; F. E. Johnson, 605 Newhouse 
Building, Salt Lake City, Utah; J. W. Plant, 644 Monad- 
nock Building, San Francisco, Cal., and Carl Clausen, Bis- 
bee, Ariz. 


ADVERTISING LITERATURE 
Nelson Valve Company, Philadelphia, has issued’ a two- 
leaf folder describing the construction of its gate valve. 
G. Drouve Company, Bridgeport, Conn., is mailing a 
folder describing and illustrating its straight-push sash 
operator. 


Richard J. Flinn, West Roxbury, Mass., has issued a cir- ~ 
cular which describes and illustrates the Flinn differential 
steam trap. 


Emil Calman & Company, New York, N. Y., have issued 
a 36-page catalog describing various kinds of insulating 
varnishes and compounds. 

The J. G. Brill Company, Philadelphia, Pa., has issued a 
catalog entitled Six-Wheel Truck, No. 27-M. C. B. The 
publication is being distributed among and is intended prin- 
cipally for steam railroad men. It also contains a descrip- 
tion, with numerous illustrations, of the Brill half-ball brake 
hanger. 

Jesse C. Coogan, Milwaukee, Wis., has issued bulletin No. 
5, which describes the Coogan system of hot water heating 
for shops, factories, mills, instititions and groups of build- 
ings. Among other installations of the Coogan hot water 
System is one which was made last year in the large new 


car house of the Utah Light & Railway Company, Salt Lake 
City, Utah. 


